aintain your 
Call your Erie office. 
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Out in the Pacific Northwest they feed guinea pigs apples to deter- From the fertile Yakima Valley and other orchards in Washing- 
mine vitamin content and measure vitamin value and potency. These ton, from Oregon, Idaho and Montana, comes one-fourth of the 
experiments, conducted by university laboratories, have scientifically entire United States apple crop—30,000,000 boxes. Each year hun- 
proven the high dietary value, and popularized the use, of Pacific dreds of carloads of these apples—enough to make 158 million ABC 
Northwest Winesaps, Delicious, Jonathans, Rome Beauties, Yellow 


luscious apple pies—roll swiftly and safely to market over Northern 
Newtons and other varieties world-famous for color, size and flavor. Pacific Railway, Main Street of the Northwest. 
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The tide has definitely turned. The big push is 
on. The enemy is being out-manned, out-gunned, 
out-fought at every point. Dollar power is do- 
ing it! Dollar power in our preponderance ce” 
guns, planes, ammunition. That advantage is 
exclusively ours. Let's hold it. Let's use it. Let's 
throw in an overwhelming avalanche of those 
devastating dollars NOW ... this month... 
to put the Third War Loan over BIG ... and 
deliver a knockout blow to Tojo and Adoiph. 
* And speaking of delivering, remember .. . 
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DOWN TO THE SEA IN BOXCARS 


VERY DAY enough freight cars to carry the 

daily food of half the people of the country 

roll into the seaports, loaded with war materials 
and other freight for export. 


To do this part of the war job has, at times, meant 
rushing special trains of critical materials clear 
across the continent to catch convoys. It involves, 
every day, maintaining near each of the nation’s 
ports of embarkation a sufficient “bank” of cars 
loaded with war freight to insure that no convoy 


shall be delayed, no ship shall fail to be loaded 
promptly. 


And this is but one small, though most important, 
part of the day’s work of the railroads. The total job 
means starting another freight train on its run every 
four seconds — starting a special troop movement 


oe hk Reboot 
en RATS 
as 
om 

2 BOM i 

- 


somewhere in the United States about every six 
minutes, day and night. 


Those are some of the reasons why coaches and 
Pullman cars are scarce for ordinary travel, why 
trains are sometimes crowded, why travel is not 
always up to the high standard which you expect 
and which the railroads try to maintain. 


Other war needs have prevented railroads from ob- 
taining the additional cars and engines they need, 
but they are using to the limit what they have and 


what they can get to meet the nation’s demands for 
transportation. 


Like other resourceful, self-reliant, American en- 
terprises, the railroads are subordinating every- 
thing else to victory—to maintaining the freedom 
that has made § America strong. 
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One Competent Office 


Amid the welter of incompetent and extravagant 
® bureaus in Washington, struggling more or less 
valiantly but inefficiently with war time problems of 
rationing and control, one office stands out as compe- 
tent and economical. We refer to the Office of Censor- 
ship, headed by a newspaper man, Byron Price. We 
know something at first hand about what he is doing, 
as we do about what that other newspaper man, Elmer 
Davis, is doing with the Office of War Information. 
The extravagance and foolishness of Davis makes it 
al the more appropriate that Price should be com- 
mended. We cannot do better than reprint what was 
recently said about this subject by Morris D. Ervin, 
Washington correspondent of the Cincinnati Times- 
Star: 


There is one government regulatory agency in this country 
that has done a really first-rate job. That agency is the Office 
of Censorship. Its job is to see to it that the press and the 
radio in this country do not print or broadcast any news that 
will be of aid or comfort to the enemy. That is an enormous 
regulatory job. The newspaper and magazine and book pub- 
lishing business is one of the biggest industries in the United 
States. 

Furthermore, it is one of the most independent and most 
highly competitive businesses in the world. Newspapermen 
are supposed, according to tradition at least, to be just about 
the most difficult animals in the world to manage. They are 
popularly supposed to defy all rules and regulations and, if 


OUR 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


it suits their fancy, even laws. They are supposed to be the 
don’t-give-a-damn-for-anything boys. 

Yet, since the war started, there has not been one single 
instance of a newspaper or a newspaperman defying the Office 
of Censorship or knowingly failing to ab‘de by its regulations. 
There has not only been 100 per cent compliance but 100 per 
cent co-operation. There have been a few slips, it is true. But 
when these were called to the attention of those who made 
them, they immediately complied. The Office of Censorship 
has never “cracked down” on any one nor even threatened to 
do so. 

Well, how has all this been accomplished at a time when 
other regulatory agencies have been struggling with millions 
of cases of violations of their regulations, defiance and threats 
of defiance, grumbling, failure to co-operate, black markets 
and all sorts of other regulatory difficulties? 

A partial answer, at least, may be found in the physical 
make-up of the Office of Censorship, as compared to that of 
the other regulatory agencies. 

The Office of Price Administration, for instance, has 5,411 
employes in the City of Washington, and 11,493 in the field, 
a total of 49,029 (sic) employes. Those were the figures in 
April, the last obtainable. They are bigger now. 

The War Production Board has 13,733 employes in Wash- 
ington, and 7,543 in the field, a total of 21,276. 

How many employes does the Office of Censorship require 


to regulate the entire press and news radio of the whole 
country ? 


Well, there are seven censors, four stenographers and 
two messengers. That is a total of 13. And that includes 
Byron Price, who runs the whole thing. 

There are several other things about this staff that are 
noteworthy. There isn’t a lawyer in the crowd. OPA has 
2,700 lawyers. Neither is there an economist. The seven 
censors are all practical, experienced newspapermen, brought 
to their present jobs directly from newspapers. And there 


PLATFORM 
(THE LONG HAUL) 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man. 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. : 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 


Subject to transportation tax property moved via gov- 
ernment barge line. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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isn’t one that wouldn’t give his eye-teeth to get back to his 
newspaper job. They are not trying to set up an establish- 
ment that will keep them in government jobs after the war 
is over. They are newspapermen regulating newspapermen. 
They are not lawyers, economists and college professors trying 
to regulate grocers and steel-makers and shoe manufacturers. 

Another explanation of the success of the Office of Censor- 
ship is to be found in the fact that its regulations were written 
by practical newspapermen in plain, non-technical English so 
that practical newspapermen can read them. The Code of 
Wartime Practices for the American press consists of a little 
over four printed pages—about 1,600 words. 

Then there is one other thing that is important. The 
Office of Censorship has confined itself to the one task it was 
appointed to do, that is, to keep the press from publishing 
any news that would be of aid or comfort to the enemy. It 
hasn’t tried to make the American press over. It hasn’t tried 
to tell newspapermen how to write their stories, or their 
editorials, or how to set their type, or how to make up their 
front pages. It regulates the newspaper with one and only 
one thing in mind—to prevent the publication of anything that 
might be of aid or comfort to the enemy. It doesn’t try to 
take the newspaper over and run it. 


If everybody takes seriously and abides by Di- 
rector Eastman’s plea to stay off the trains and busses 
the Labor Day week-end, there will, of course, be no 
unnecessary travel at that time and, hence, there will 
be empty cars and busses then and increased conges- 
tion immediately before and after the holiday. No such 
situation is expected, however. 





Truck Freight Volume Estimates 


What appears to be an effort to make fair esti- 

mates of the volume of truck traffic from avail- 
able incomplete data, including estimates of such traf- 
fic that is competitive with movements by rail or 
water, is contained in a study made public this week 
by the Public Roads Administration (see elsewhere). 
The data in the report and the conclusions drawn there- 
from by the authors are of value as an addition to 
similar information that has been prepared by those 
who have endeavored to find the facts, as nearly as 
possible, with respect to this subject, and have not 
attempted to juggle figures to support unfair and un- 
truthful assertions as to the part one form -of trans- 
portation is playing as against another in the move- 
ment of traffic. 

The P. R. A. report estimated freight hauling by 
truck on rural roads in 1940 at approximately 59 bil- 
lion ton-miles. It broke down that estimate as follows: 
Urban-urban traffic (movement between cities with 
more than 1,000 population), 31.1 billion ton-miles; 
urban-rural and rural-urban, 19.9 billion ton-miles, and 
rural-rural, 8.1 billion ton-miles. An interesting figure 
here is that of 31.1 billion ton-miles because that, ac- 
cording to the report, represents largely traffic com- 
petitive with other forms of transportation. Any fair 
comparison of performance by railroad and truck must 
rest on traffic that may be carried by either agency. 
The estimate of 31.1 billion ton-miles may properly, 
therefore, be compared with the 373 billion ton-miles 
produced by the railroads in 1940, the truck ton-miles 
being, roughly, one-twelfth of the rail ton-miles. But 
even if one compared the total of 59 billion truck ton- 
miles with the 373 billion rail ton-miles—as, doubtless, 
some ignorant or dishonest persons will do—the truck 
ton-miles are only between fifteen and sixteen per cent 
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of the rail ton-miles, or less than fourteen per cent of 
the total load—which would fail to support the Claim 
of the American Trucking Associations, Inc., that the 
trucks are hauling one-fourth of the load. 

The authors of the report are careful to point oy 
that there are deficiencies in the data on which they 
based their ton-mile estimates, but their findings com. 
pare favorably with other similar studies, and, it seems 


to us, are reasonably close to what are probably the 
facts. 









A plank of long standing in our “platform” js: 
“Keep politics out of rate-making.” A case for specific 
application is the attempt of southern governors and 
others to adjust interterritorial freight rates to their 
liking. Regardless of the merits of the controversy— 
though we think, and are joined by many competent 
rate men in the south in thinking, that the governors 
are wrong—this matter should be kept out of Con. 
gress. It is entirely a matter with which the Interstate 
Commerce Commission should deal. Politics should 
have no place in the consideration. We don’t want Re. 
publican, or Democratic, or Socialist, or New Deal 
rates. We want rates scientifically made, and the Com- 
mission was created to make them. 


T. A. of A. on Integration 


_Among methods employed by federal bureaucracy “to 
regiment business and order the daily lives of Americans” is 
the capitalization of “isolated instances of bad_ practice in 
the enterprise system,” says the August monthly letter of 
the Transportation Association of America. “First, bureaucracy 
misleads the public by giving the impression that exceptional 
cases of maladjustment in some given industry are in fact 
representative of the enterprise system as a whole; then the 
stage is set for a Congressional investigation, at which time 
the bureaucrats take every opportunity to arouse political 
support for legislation which will create another regulatory 
federal authority.” 

This “technique of assault,” the letter says, is being used 
on the transportation industry, which, “because of some glaring 
economic maladjustments within the industry, which have 
kept it on the brink of government ownership since 1900, has 
been a most convenient political football.” To avoid this, 
it says, there must be “a revised national policy and a plan 
to carry it out.” It advocates the association’s plan of in- 
tegration under which there would be “legislative sanction 
for transportation companies, each company to furnish water, 
rail, bus, truck, and air services,’’ with competition to be pre- 
served among a limited number of such companies. It says 
such a plan would create a balance between the benefits of the 
“regulated monovoly system,” exemplified by the American 
Telephone and Telegraph and Telephone Company, and the 
formation of a national or regional system of each form of 
transportation. The first alone would not work in transporta- 
tion because of “the variable character of the widespread 
furctions performed,” and ‘the second would “accentuate the 
evils of the past twenty years.” 

To put the plan in effect, it says, will be a “task of 
great magnitude, reauiring a cautious and sympathetic ap- 
praisal of the many human relationships and practices which 
have been built up over the years.” It advocates beginning 
with outright railroad consolidations. or with “the combining 
of facilities, expenses. and revenues of those lines which should 
constitute an integrated transportation company.” 


TRANSPORTATION AND TAXES 


Taxes on amounts paid for the transportation of propertv 
collected in nly totaled $19.627,583.27, according to the Bureall 
of Internal Revenue. Collections under the tax on amounts paid 
for transportation of persons totaled $13.615,503.99. 

Federal gasoline tax collections in July totaled $26,365.- 
208.34, as against $30,444,750.63 in July last year. Taxes on 
transportation of oil by pipeline yielded $1,202,501.55 as 
against $1.195.773.96 in July last year. 

The $5 use tax on motor vehicles brought in $104,291,- 
673.28 in July as against $119,502,400.98 in July last year. 
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Com. 
seen; | Bananas from Gulf Ports 
Y the Subject to the condition that the relief shall not apply to 
any line or route that is more than 50 per cent circuitous, the 
Commission, division 2, in fourth section application No. 18990, 
a Bananas from Gulf Ports and Rio Grande Crossings, has issued 
Is: § fourth section order No. 14980 granting authority to establish 
ecific and maintain rail rates on bananas and cocoanuts, in straight 
or mixed carloads, from Gulf ports and Rio Grande crossings 
$ and § to destinations in Colorado, Cheyenne, Wyoming and Concordia 
their and Norton, Kan., without observing the long-and-short-haul 
part of the fourth section. 
‘sy— The purpose of the relief sought, said the report, was to 
etent enable applicants to meet the rates of the direct routes from 
and to the points involved while maintaining higher rates to 
nors § intermediate points on their longer routes, which latter points 
Con. were not affected by the same competitive conditions as the 
more distant points. The rates over the direct routes, the 
State report said, were in conformity with the requirements of sec- 
ould | tion 4. The rates over the direct routes were established on 
May 15, 1941, according to the report, to meet the competition 
: Re. from the nearer ports of shipper-owned trucks, as well as those 
Deal of itinerant and contract truckers, and to observe existing rela- 
. tins from other ports. Applicants, the report said, contended 
/OM- that the rates they proposed to maintain at intermediate points 
were aS low as necessary to meet existing conditions, and re- 
quested that continuing relief be granted without the imposi- 
tion of circuity limitations. Temporary relief was given by 
fourth section order No. 14193, subject to 334% and 50 per cent 
circuity limitations. This order was modified, however, on peti- 
Mtg tion of applicants so as to provide that such limitations should 
s” ig “ apply until the effective date of the further order to be 
2 entered. 
; - _ Chairman Alldredge dissented in part with respect to the 
vl circuity limitation imposed. 
ional _ “The report in this case permits circuity of 50 per cent in 
fact lieu of the usual circuity limitation of 33% per cent,” said he. 
- the “I agree that applicants have justified the 50 per cent limitation 
time to some extent from New Orleans and Mobile. It seems to me, 
tical however, that the allowance of circuity of 50 per cent to points 
tory in Colorado is broader than, and inconsistent with, the relief 
authorized from Texas Gulf ports to points in Colorado in 
used Bananas from Texas Ports and Rio Grande Crossings, 251 
ring I. C. C. 781, and no satisfactory explanation is made for depart- 
have ing from the circuity limitations imposed in that case in which, 
has incidentally, a very comprehensive record was developed. I 
this, believe that where findings are made which are inconsistent 
plan with those in a previous case, orderly procedure and consist- 
ine ency require that some attempt be made to distinguish the two 
tion cases. I am, therefore, unable to agree with the instant report 
ater, a the extent it may not be in harmony with the above-cited 
pre- e. 


Chicago Forwarder Exemption 


h é . 
= in a report in FF-74, Trans-American Van Service, Inc., 
rta- Freight Forwarder Application, in which it dismissed the ap- 
cad plication on a finding that the applicant’s operations were 


exempt under section 402(b)(2) of the act since they con- 
sisted solely of forwarding used household goods, the Commis- 
sion, division 4, found a possible need for a more limited defini- 


Bn tion of the term “household goods” than that contained in its 
ich regulations issued under part II of the act, so as to facilitate 
ing proper administration and interpretation of part IV. However, 
ine said the Commission, the record in this case was a meager 
= one and it was deemed unwise as well as unnecessary to 
decide that “broader question” in this proceeding. 
_ “We will reserve a decision on that question until such 
time as a proper record is before us,” it said. 
- Applicant, said the Commission, had a certificate under 
ee part IT authorizing it to transport household goods over a 
nid Wide territory and also conducted a warehouse business. In 
Connection therewith, it occasionally consolidated with other 
7 warehousemen carloads of household goods and shipped them 
we to interstate destinations by rail, it added. Section 410 of the 


act, the Commission noted, prohibited the issuance of a for- 
warder permit to a common carrier subject to parts I, II and 
I of the act. It observed, further, that, under section 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


402(b)(2), forwarder services with respect to used household 
goods and certain other commodity groups were exempt from 
regulation “if the person performing such service engages in 
service subject to this part with respect to not more than 
one of the classifications of property above specified.” Clearly 
the applicant’s operations fell within that exemption, said the 
Commission. 

The issue as to possible limitation of the “household 
goods” definition arose out of the fact that applicant said it 
had forwarded or transported, as effects of a householder, 
such items as desks, typewriters and used automobiles. The 
Commission noted that, although under part II transporters 
of household goods were subject to all the provisions of the 
act, under part IV one who was engaged solely in transporta- 
tion of used household goods was not subject to regulation. 
Railroads and motor carriers by tariff publications and long- 
continued practice had considered household effects as falling 
within the term “household goods,” such articles as lawn 
mowers, bicycles and one used automobile being included in 
that category, the Commission noted, adding that it saw no 
reason to disturb that practice and that it found that such 
property as a desk, typewriter, and a used automobile be- 
longing to the owner of household goods fell within the mean- 
ing of “used household goods” in section 402(b)(2) when it 
was forwarded in connection with the furniture and personal 
effects of the householders. 

“Our ruling herein made is confined to the facts of this 
particular case,” said the Commission, “and we must not be 
understood as holding that office furniture and equipment and 
used automobiles, when transported alone, are household goods 
within the meaning of the exemption.” 

It said it had not overlooked the fact that division 5 had 
prescribed rules and regulations under part II governing the 
practices of common carriers of household goods, and it quoted 
the definition of “household goods” contained in rule 1(a) of 
those regulations. 


Cc. & N. W.-C. B. & @. Consolidation 


In a report in Finance No. 14070, Chicago & North Western 
Railway Co. Trustee et al. Abandonment, Etc., the Commis- 
sion, division 4, has approved a plan of consolidation of the 
operations of the C. & N. W. and the Chicago, Burlington & 
Quincy, with provisions for the protection of displaced, dis- 
missed, or transferred employes. 

The report authorized the C. & N. W. to abandon its 86.99 
mile line extending from Illco to Shoshoni, Wyo., authorized 
both the C. & N. W. and the Burlington to construct a con- 
necting track about 900 feet long at Illco, and another one 
about 3 miles long between Shoshoni and Bonneville, Wyo., 
and permitted the C. & N. W. to acquire trackage rights over 
the line of the Burlington between Illco and Bonneville, ap- 
proximately 86.95 miles. 

The record showed, said the report, that the C. & N. W. 
management had had the proposed abandonment and trackage 
operation under consideration for about 12 years, but that the 
trustee would not seek to abandon the line, or to build either 
of the connections between it and the Burlington line except 
as a part of the entire transaction under consideration. Appli- 
cants estimated, said the report, the annual saving to each 
of them from the proposal at approximately $30,000 a year. 
Although the exact amount of such benefits could not be 
determined at this time, it said, it was clear from the record 
that the proposed change in operation would obviate the neces- 
sity of the rehabilitation of the C. & N. W. line, and would 
reduce the expense of operation by the trustee between 
Shoshoni and Illco. It added that the record. showed that 
maintenance of that line had been deferred to such extent that 
major repairs must be made if operations were to be con- 
tinued. 

It was clear from the record, said the report, that the 
Burlington line could handle all the traffic of both carriers 
without difficulty. The total amount to be paid as rental for 
the trackage rights in question, said the report, could not be 
determined at this time. Pending final determination of that 
amount, it said, the parties proposed that the trustee pay as 
rental 86 cents a mile of freight-train operation by the ra & 
N. W. over the Burlington segment. The accounts, it added, 
were to be adjusted later if it should be found that a different 
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amount of rental should be paid. Applicants expected, said the 
report, to begin construction of the connecting tracks within 
30 days from the date of the authorization, and were of the 
opinion that construction would require about 90 days. The 
certificate and order is effective 40 days from Aug. 17, a pro- 
tective period of 4 years is provided for displaced employes. 
The report said the extent to which any of the employes might 
be affected could not be determined definitely from the evi- 
dence of record, but it was shown that the coordination would 
affect them adversely. The Commission’s order requires that 
the construction begin on or before Jan. 1, 1944, and be 
completed on or before Nov. 1, 1944, and that the C. & N. W. 
line not be abandoned until operation is begun by the trustee 
over the connecting track and Burlington line between Bonne- 
ville and Illco. 

The report said the net salvage value of the C. & N. W. 
line to be abandoned was estimated at $286,081, or about 
$150,000 more than the cost of the facilities to be built. The 
net salvage recovered from the abandoned line, it added, was 
to be divided equally between the two carriers. 


National Carloading Forwarding 


The Commission, division 4, in a report in FF-68, National 
Carloading Corporation Freight Forwarder Application, has 
found the past and proposed operations of National Carloading 
Corporation of New York, N. Y., to be those of a freight for- 
warder subject to part IV of the interstate commerce act, and 
its operation between all points in the United States to be con- 
sistent with the public interest and the national transportation 
policy. It has granted a permit, effective Oct. 13. 

The report said the issued and outstanding capital stock of 
applicant totaled 594,400 shares. Of that amount, it said, 585,893 
shares, or 98.5 per cent, were owned by the Standard Carload- 
ing Corporation, and the remaining shares were owned by 
thirty-five individuals in varying amounts. The Standard Car- 
loading Corporation, an Ohio corporation, had issued and out- 
standing 1,350 shares of capitial stock. Of that amount, 450 
shares were owned by the Chesapeake & Ohio Railway Co., 
450 shares by the Pere Marquette Railway Co., and 450 shares 
by the Southern Tier Development Co., a wholly-owned sub- 
sidiary of the Erie Railroad Co. It would thus be seen, said the 
report, that each of the three named railroad companies, which 
were common carriers subject to part I of the act, owned, in- 
directly, one-third fo 98.5 per cent of the capital stock of 
National. 

The issues presented in this proceeding, said the report, 
were substantially similar to those considered by the Com- 
mission in Acme Fast Freight, Inc., Freight Forwarder Applica- 
tion, 250 I. C. C. 747. 


The report found that continuously since its organization 
on Oct. 22, 1931, National had engaged in the freight forwarding 
business and held itself out to the public to forward commodi- 
ties generally for compensation between all points in the United 
States. It found that for some years prior to May 16,. 1942, and 
continuously since, National had assembled and consolidated 
and provided for the assembling and consolidation of shipments 
of property, and had performed and provided for the perform- 
ance of break-bulk and distributing operations; had assumed the 
responsibility for the transportation of property from point of 
receipt to point of destination; and had utilized, for the trans- 
portation of property, the services of common carriers subject to 
part I, II or III of the act. Further, the report found that 
National had forwarded a representative number of diversified 
commodities to points in each state, and from points in each 
state, except Idaho, Nevada, New Mexico, Wyoming, and Texas, 
and the actual performance fully supported a broad holding 
out by tariff publications and otherwise to forward commodities 
generally between all points in the United States. The report 
said applicant had sufficient working capital, facilities, and ex- 
perienced personnel to perform the service for which it sought 
authority, and was insured against loss or damage to property 
while in its possession. 


Forwarder Capitalization Needs 


One may not go into business as a freight forwarder with- 
out having had experience in that line of work, with liquid 
. assets amounting only to about $3,475, with no assured facilities 

for performance of the forwarder services proposed, and 
without definite plans for obtaining a qualified staff to handle 
such operations. 

Conclusions to that effect are set forth in a report by the 
Commission, division 4; in FF-4, John E. Mitchell, Philadelphia, 
Pa., Freight Forwarder Application. The Commission denied 
the application on finding that the applicant’s proposed freight 
forwarding operations between points in New Jersey, Pennsyl- 
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vania, Delaware, the New York City commercial zone and 
points in Georgia, Florida, Alabama, Mississippi and Louisiana 
would not be consistent with the public interest and the 
national transportation policy. 


Applicant, now employed as a machinist in Philadelphia 
had no experience in the freight forwarding business, but jn. 
tended to employ his brother to conduct the forwarder Oper. 
ations he planned to institute, said the Commission. It saiq 
applicant’s brother had been employed in traffic work since 
1917, principally by the Reading, the Baltimore & Ohio, the 
Lehigh Valley and the Pennsylvania, and had been graduated 
from a university in 1921 as a traffic manager, but had no 
experience in freight forwarding operations. It added that 
applicant believed he would be able to rent or lease sufficient 
space from railroads in Philadelphia and other origins to cop. 
duct the operations contemplated, and that he believed his 
liquid assets of about $3,475 would be sufficient capital to 
enable him to perform the service proposed. It stated that 
applicant had made no arrangements to employ experienced 
help. 

“He expects,” the Commission said, “that the railroads 
whose services he will employ as a freight forwarder wil] 
extend credit to him for a period of 96 hours, and believes 
that he will be able to collect freight charges from the shippers 
within that period of time. This belief, in our opinion, is 
not well founded. By order of August 10, 1942, the Commis- 
sion, by division 2, prescribed extension-of-credit regulations 
applicable to freight forwarders pursuant to the provisions of 
section 414. Under these regulations a freight forwarder and 
the motor carriers employed by it to deliver freight must 
submit a freight bill within seven days after the delivery 
of the property to the consignee. The freight charges must be 
paid within seven days after receipt of the bill. Much for- 
warder freight is handled on a collect basis, and it may well 
be doubted if the forwarder charges on such collect shipments 
will be received by applicant within 96 hours after delivery. 
Experience shows that freight forwarders generally are re- 
quired to pay transportation charges to railroads before col- 
lection is made from the shippers, and working capital is 
necessary for this purpose... . 

“Under the provisions of section 410 we must deny an 
application for a freight forwarder permit unless we find that 
an applicant is ready, able and willing to perform the proposed 
service for which authority is sought, and that the proposed 
service is or will be consistent with the public interest and 
the transportation policy declared in the act... .” 


Motor Carriage for Forwarders 


With Commissioner Patterson dissenting, the Commission, 
on reconsideration, has issued a report and order in MC 3339, 
Globe Cartage Co., Inc., Common Carrier Application, embrac- 
ing MC 3340, Same, Contract Carrier Application; MC 70614, 
The Barnett Trucking Co. Common Carrier Application; and 
MC 23458, The Barnett Trucking Co. Contract Carrier Appli- 
cation, finding applicants entitled to continue operations as 
common carriers of general commodities, with exceptions, be- 
tween certain points in Illinois, Indiana, Kentucky, Michigan, 
Missouri, New York, Ohio, and Pennsylvania, over regular 
routes, in the transportation of commodities moving on bills 
of lading of freight forwarders. Orders entered by division 5 
in 41 M. C. C. 313 and 41 M. C. C. 303, were vacated. 


Since prior to the statutory date, said the majority re- 
port, Globe had transported traffic tendered only by Universal 
Carloading & Distributing Co., and Barnett had transported 
only traffic tendered by National Carloading Corporation. 
Pointing out that the definition of freight forwarders in the 
act prohibited them from utilizing the instrumentalities of any 
carriers other than common carriers by motor vehicle, rail- 
road, air, or water, except in the performance within terminal 
areas of transfer, collection, or delivery services, the report 
said it could see no reason for not affirming the findings of 
division 5 that applicants had been and were common carriers 
by motor vehicles. 

However, the report said, the relation between applicants 
and the freight forwarders should not be treated the same as 
that existing between an ordinary shipper and a motor com- 
mon carrier. To grant the applicants authority to transport 
only traffic assembled by freight forwarders would enable 
them to continue all bona fide common carrier operations n 
which they had been engaged in the “grandfather” period, it 
said. Their service, it said, would continue to be available to 
the public to the same extent as it had been in the “grand- 
father” period. To authorize them to transport traffic, other 
than that assembled by freight forwarders, would permit them 
to enlarge and expand their operations beyond the scope of 
the businesses in which they had been engaged, and this would 
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not be i hereneny with the “grandfather” provisions of the 
t, it said. 

4 In his dissent, Commissioner Patterson said that the bare 
statement of the situation ought to suffice conclusively to 
estatblish the contract carrier status of such a motor carrier, 
and that doubtless the majority would have so held if the 
transportation contract had been with a person other than a 
forwarder, and continued: 


But, confronted by the fact that by section 418 of the act a for- 
warder is now prohibited from utilizing the services of carriers other 
than common carriers, except in terminal areas, and that a holding 
that the considered motor carrier operations were those of a motor 
contract carrier would have the effect of preventing the carrier from 
continuing operations as conducted by it in the past, the majority, in 
order to avoid such a result, have attempted to stretch and pull the 
generally recognized and accepted concept of what constitutes a com- 
mon carrier in support of their conclusion that these operations were 
those of a common carrier. That conclusion is without support, in my 
opinion, in fact or in law. 


Failute to recognize the clear distinction between the 
dealings of the forwarder with its patrons and the entirely 
separate and distinct dealings of the forwarder with the motor 
carrier, and the attempt to combine the two to support the 
conclusion reached, serve only to produce a confusion of 
thought obscuring the fundamental issue, says Commissioner 
Patterson. If such a motor carrier is a common carrier, says 
he, it may not limit its service to a single forwarder, or even 
to forwarders, but must render like transportation service for 
others at like rates. It can not legally enter into a contract 
with a forwarder for such transportation unless it makes, pub- 
— and applies for such service a rate open to all, and 
added : 


If the decision of the majority is sound in principle, then particular 
forwarders or groups of forwarders are free to utilize particular ‘‘com- 
mon carriers’’ whose loaded-truck facilities are devoted exclusively to 
such forwarders. By reason of the ensuing large and steady volume of 
traffic, such carriers would presumbly be in a position profitably to 
accord lower rates than common carriers serving shipper generally 
could afford to maintain. The latter carriers would thus be prevented 
from handling such traffic at all, either directly at less-than-carload or 
less-than-truckload rates or for the forwarder at their carload or truck- 
load rates, and the principal occasion for operations of a forwarder, 
namely, to supplement and coordinate the services offered by regular 
common carriers by consolidating into carloads or truckload lots 
articles of merchandise which such common carriers would otherwise be 
called upon to transport in less-than-truckload lots, would cease to exist. 

Considerations of expendiency, or of supposed hardship that might 
result from a finding that the operations were those of a contract 
carrier do not justify declaring a contract carrier to be a common 
carrier. If applicants desire authority to operate as common carriers 
in order that they may continue to serve forwarders as in the past, 
and as required of common carriers, to make their services available 
also to others, they should file an appropriate application. 


Midwest Iron-Steel Rate Case 


After having cited evidence that existing rail rates on iron 

and steel articles from Chicago, St. Louis and certain other 
midwest origin points to destinations in Minnesota, Iowa, Wis- 
consin and Michigan were lower, mile for mile, than the rates 
on such articles from Indianapolis and Kokomo, Ind., to the 
same destinations, the Commission, by division 2, in a report 
in No. 28786, Continental Steel Corporation vs. New York, 
Chicago & St. Louis Railroad Co. et al., found the assailed 
rates not unreasonable, but unduly prejudicial to the complain- 
ant’s plants at Indianapolis and Kokomo and unduly prefer- 
ential of the complainant’s competitors at Chicago, Peoria and 
St. Louis and origins in Illinois and Indiana taking the same 
rates as one or another of the latter three points. Reparation 
was denied. 
_. The Commission ordered the defendant railroads to estab- 
lish, on or before Nov. 26, carload rates on iron and steel ar- 
ticles, from Kokomo and Indianapolis to destinations in the 
four states named, “that are not higher percentages of the 
corresponding first-class rates from Kokomo and Indianapolis 
to the same destinations than the percentages which the rates 
concurrently maintained on manufactured iron and steel ar- 
ticles, in carloads, from Chicago, IIl., to the same destinations 
are or may be of the corresponding first-class rates from Chi- 
cago to the same destinations.” 

In the report, the Commission said the complainant alleged 
that the rates from Indianapolis and Kokomo to the four states 
mentioned were unreasonable, unjustly discriminatory, unduly 
prejudicial to complainant and unduly preferential of its com- 
petitors at Chicago, Peoria, East St. Louis, Hoopeston, Decatur 
and Danville, Ill., and St. Louis, Mo., and in violation of the 
long-and-short-haul clause of section 4 of the act. 

“Complainant, while it did not specifically withdraw its 
allegation of unjust discrimination or its claim for reparation 
under section 3,” said the Commission, “admitted at the hear- 
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ing that no evidence had been introduced that proved either. 
Therefore, those claims will not be further considered. In the 
absence of proof that complainant was damaged as a result of 
the alleged section 3 violation, a finding as to undue prejudice 
in rae past would serve no useful purpose, and none will be 
made.” 


It was shown in the report that the defendant carriers, in 
October, 1932, reduced the column 32.5 rates, prescribed by the 
Commission in the western class-rate revision, from Chicago, 
Peoria, St. Louis, and Manitowoc and Milwaukee, Wis., and 
points taking the same rates to the “Twin Cities” and Duluth, 
Minn., and to all points that were intermediate over all avail- 
able routes, but made the reductions subject to a provision that 
they were not applicable via points east of the Llinois-Indiana 
line, with exceptions that, according to the Commission, were 
not important in this proceeding. The Commission said that 
when the class rates prescribed in the western class-rate revi- 
sion were modified in a supplemental report in that proceeding, 
the rates from Kokomo and Indianapolis and other points in 
official territory were changed to accord with the findings in 
that report. 


“The tariff publishing the rates from Kokomo and In- 
dianapolis provides,” it continued, “that if any combination of 
rates, class or commodity, over any route makes a rate lower 
than the rate specifically published in the tariff, the lower 
combination rate will apply over all routes. That rule when 
used in connection with the so-called ‘bridge-scale’ of arbi- 
traries and the lower rates applicable from [Illinois origins 
under the intermediate rule in most instances produces rates 
from Kokomo and Indianapolis lower than the specifically pub- 
lished point-to-point column 32.5 rates. . .” 


A table in the report compared the rates between principal 
points involved, including the following: 


Kokomo to Minneapolis, 535 miles, present rate 48 cents a hundred 
pounds; Indianapolis to Minneapolis, 582 miles, present rate 50 cents; 
Chicago to Minneapolis, 401 miles, present rate 33 cents; St. Louis to 
Minneapolis, 549 miles, present rate 35 cents. (Column 32.5 rates to 
Minneapolis: 51 cents from Kokomo, 54 cents from Indianapolis, 50 
cents from Chicago, 52 cents from St. Louis.) 


“Defendants admit,” said the Commission, “the trans- 
portation and operating conditions from Kokomo and Indian- 
apolis and the alleged preferred points to the destination ter- 
ritories herein considered are substantially similar, and we 
conclude that a difference in rates is not justified by any differ- 
ence in such conditions.” 

The Commission said it was complainant’s position that 
the rates from Chicago, Peoria and St. Louis were voluntarily 
established by defendants and had been maintained about 
10 years, and that therefore they would be presumed to be 
reasonable and a proper measure of reasonableness for the 
assailed rates. However, it added, a similar presumption would 
apply equally to the assailed rates. It said it was unwilling 
to accept the alleged preferential rates as a “fair standard” 
for measurement of the reasonableness of the assailed rates. 

Complainant, if given rates on relatively the same level 
as Chicago, planned to reestablish its business affiliations and 
connections in the destination territory so as to regain business 
it said it had lost after the existing rates from competing 
shipping points to that territory had been established, said 
the Commission. 

It said the defendants attempted to justify the different 
treatment accorded the complainant and the preferred points 
by the assertion that the lower rates from the latter points 
to the Twin Cities were established to meet truck and water 
competition, and that complainant had failed to show that 
similar competition existed from Kokomo and Indianapolis. 

On that point the Commission said, among other things: 


The burden is not on a shipper to show similarity of carrier com- 
petition from the alleged prejudiced and preferred points, but it is on 
defendants to show by satisfactory and convincing evidence that a suffi- 
cient dissimilarity exists to justify the different treatment. Mere asser- 
tions that competition exists from the alleged preferred points is not 
enough. . . . Defendants have not introduced factual evidence tending 
to show that either water or truck competition justifies or excuses rela- 
tively lower rates from the alleged preferred points than from Kokomo 
or Indianapolis. ... 


As to a motion by the complainant that the Commission 
reopen and reconsider the decision by division 3 in Continental 
Steel Corporation vs. New York, Chicago & St. Louis Railroad 
Co., 243 I. C. C. 775, the Commission said that “there is no 
necessity for reopening the prior proceeding on our own 
initiative for our conclusions here are not in conflict with that 
decision.” It added: 


The decision of division 3 may or may not be known to parties 
using the tariff. The duty rests upon carriers to make their tariffs clear 
and unambiguous. 
selves with our decisions in order to be able to interpret tariffs. 


Shippers should not be required to acquaint them- 
The 
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Nickel Plate should incorporate in its tariff a restriction making it per- 
fectly clear that its rates from Chicago, Peoria and St. Louis are not 
to apply from Kokomo under the intermediate rule. 


Import Rubber Transit Storage 


Finding storage in transit arrangements at certain points 
on respondents’ railroads in connection with rates on imported 
rubber and latex, in carloads, from ports on the Gulf of Mexico 
to destinations in official, southern, and western territories, 
unreasonable, and discriminatory as between connecting car- 
riers in violation of section 3(4) of the act, the Commission, 
division 2, in a report in No. 28745, Storage in Transit of Im- 
ported Rubber, embracing I. and S. No. 5063, Storage Crude 
Rubber at Birmingham and Mobile, has prescribed a “reason- 
able basis of transit.” ‘ 

By schedules filed to become effective Oct. 24, 1941, re- 
spondents, rail carriers, proposed to provide storage in transit 
at interior points on their all-rail routes, of imported rubber 
and latex, in carloads, from Gulf of Mexico and the south 
Atlantic ports of entry, Charleston, S. C., to Jacksonville, Fla., 
inclusive, destined principally to certain points in official and 
southern territories and the eastern portion of western terri- 
tory. These schedules were suspended on protest of the Inland 
Waterways Corporation, and the Mississippi, Valley Barge 
Line Co., both operating common carrier barge lines on the 
Mississippi and Warrior rivers and their tributaries. Follow- 
ing representations that the storage should be made available 
promptly in furtherance of the national defense, the order of 
suspension was vacated Oct. 29, 1941, but the investigation 
was continued. Thereupon, the Commission said it instituted 
the title proceeding, an investigation on its motion, into and 
concerning the reasonableness and lawfulness otherwise of 
those storage arrangements and the rules, regulations and 
practices affecting them. 

The schedules, the report said, made initial provision for 
storage not to exceed 12 months from the date of the inbound 
rail billing, at Birmingham, Ala., Memphis, Tenn., Louisville, 
Ky., St. Louis, Mo., certain points in Illinois and Indiana and 
certain southern, southwestern, and midwestern points, in 
connection with all-rail rates applying over routes through 
those points to final destinations. There was, it said, a charge 
of 2.25 cents a hundred pounds for transportation services at 
the transit point. The ground of protest, according to the re- 
port, was that like storage in transit was not accorded at 
intermediate points on the rail lines in connection with the 
barge-rail rates in which respondents participated. The barge 
lines, the report said, were supported by the Rubber Reserve 
Co., other water carriers, shippers and commercial interests. 
The evidence related entirely to traffic from Gulf ports, and 
the Commission said it limited its findings accordingly. 


The storage arrangement in question, said the report, was 
established by respondents following a request of the Rubber 
Reserve Co. for a basis of reduced rates and storage in transit 
in connection therewith to facilitate the movement of im- 
ported rubber from south Atlantic and Gulf ports to interior 
points on a level of rates and services comparable with those 
applicable on like traffic imported through Pacific and north 
Atlantic ports. Respondents, it said, established such reduced 
import rates over the all-rail routes and corresponding rates 
over the barge-rail routes made differentially lower, in 
amounts of 6 cents or greater but made no provision for stor- 
age in transit on the rail portion of the latter routes. Re- 
spondents, however, the report said, expressed willingness to 
establish transit arrangements for the barge-rail traffic at 
rates and charges the same as established for all-rail traffic. 
Protestants’ position was that under such an adjustment traf- 
fic requiring storage would not move over the barge-rail 
routes and that shippers would be denied the savings to be 


a by the economies of transportation afforded by those 
routes. 


The report said respondents sought to justify their failure 
to accord transit in connection with the barge-rail rates by 
reference to early proceedings in which the Commission pre- 
scribed such rates made differentials under the corresponding 
all-rail rates. They interpreted the differentials prescribed 
therein, it said, as resting solely on the greater time in transit 
required for barge-rail movement. From that premise, it said, 
it was argued that since any delay in transit was helpful to 
shippers of rubber requiring storage the barge-rail route, as 
to such traffic, was under no disability and there was no need 
for differential rates for the slower service. There was no 
evidence, it added, as to the time in transit via barge-rail as 
compared with the all-rail movement to the transit point, or 
as to the amount of the saving in storage charges effected by 
use of the slower service. 

The Commission said the result of providing transit on 
the all-rail routes and a corresponding failure to provide simi- 


TRAFFIC WORLD 


lar transit in connection with the movement over barge-rajj 
routes under rates which reflected the prescribed or approveg 
bases of differentials was virtually to exclude the barge-raij 
routes from participation in traffic requiring such transit ang 
thus to restrict the application of a lawfully related system 
of rates. Such restriction, it said, was unjust and unreason- 
able and discriminated against the barge-rail routes in favor 
of the all-rail routes. In this connection, it cited Routing Cot- 
ton Goods via Baltimore Steam Packet Co., 231 I. C. C, 295. 
The Commission’s findings follow: 


We find that the maintenance of the arrangement for storage-in- 
transit at points on respondents’ lines in connection with the all-rajj 
rates on imported rubber and latex from Gulf ports to interior desgtj. 
nations considered herein and the failure to provide like transit in cop. 
nection with joint barge-rail transportation of like traffic from the same 
ports to the same destinations at rates not higher than those applicable 
on such traffic not stored in transit is and for the future will be unjust 
and unreasonable. 

We further find that the maintenance of the arrangement for stor- 
age-in-transit at points on respondents’ lines in connection with the all- 
rail rates on imported rubber and latex in which respondents partici- 
pate jointly with any connecting rail carrier from Gulf ports to interior 
destinations considered herein and the failure to provide like transit in 
connection with joint barge-rail transportation of like traffic from the 
same ports to the same destinations at rates not higher than those 
applicable on such traffic not stored in transit is and for the future will 
be discriminatory as between connecting carriers in violation of section 
3 (4) of the act. 


Motor All-Freight Rates in West 


The Commission, division 2, in a report in I. and S. M-1117, 
All-Freight Between Midwestern States and California-Utah, 
and two proceedings joined with it, has found just and reason- 
able a proposal of motor common carriers parties to the tariff 
of Agent D. C. Stone to establish all-commodity less-truckload 
rates, with certain exceptions, between Chicago, IIl., St. Louis 
and Kansas City, Mo., and Omaha, Neb., and Los Angeles and 
San Francisco, Calif., and between Chicago, Kansas City and 
St. Louis and Salt Lake City, Utah. 

The rates proposed in the title case appeared to be rela- 
tively reasonable from the standpoint of the motor-carrier 
respondents’ other forwarder-competitive rates and it ap- 
peared unlikely that these respondents could expect to trans- 
port any volume of traffic at either class rates or forwarder- 
competitive rates substantially higher than the forwarder rates, 
the Commission said. 

Cases joined with the title proceeding were MC C-180, All- 
Freight Rates From Midwest to Los Angeles and Salt Lake 
City, and MC C-197, All-Freight Rates Chicago to Pacific 
Northwest. The Commission discontinued the proceeding in 
MC C-180, an investigation instituted by it concerning the 
reasonableness, etc., of rates proposed, subject to a minimum 
of 18,000 pounds, on all commodities, with certain exceptions, 
from Chicago, Milwaukee and St. Louis to Los Angeles and 
Salt Lake City, because, it said, the respondents had canceled 
these rates Dec. 10, 1941. The Commission found the rates 
under investigation in MC C-197 just and reasonable. 


There remained for consideration, in the title proceeding, 
the respondents’ proposal to establish new commodity less- 
truckload rates on all kinds of freight, with specified excep- 
tions, as follows: $3.50 a hundred pounds between Chicago, 
Kansas City, St. Louis and Omaha and Los Angeles and San 
Francisco, and $2.75 between Chicago, Kansas City, and St. 
Louis, and Salt Lake City. Tariffs proposing establishment of 
those rates and the rates subject to the 18,000-pound minimum 
had been filed to become effective June 25, 1940, and the less- 
truckload rate proposal had been suspended by the Commission 
until Dec. 22, 1940, the effective date subsequently having been 
voluntarily postponed until -Sept. 14, 1942, when the rates be- 
came effective, according to the report. 

The proceeding in MC C-197, the report showed, involved 
a proposal of Consolidated Freightways, Inc., and other motor 
common carriers parties to its tariff to establish new com- 
modity rates, minimum 30,000 pounds, on any articles rated 
first, second, third or fourth class, with certain exceptions, 
from Chicago to Portland, Ore., and Seattle, Spokane and 
Tacoma, Wash., of $2.75 a hundred pounds. The Commission 
said it permitted those rates to become effective Sept. 3, 1940, 
and instituted the investigation in MC C-197 as to the reason- 
ableness and lawfulness otherwise of the rules, etc., affecting 
the rates. 

All the proposed rates were protested by the transconti- 
nental rail carriers, said the Commission. 

In its discussion of the issues in I. and S. M-1117, the 
Commission said that certain forwarders had established less- 
than-carload rates of $3.50 to Pacific coast terminals and 
$2.75 to Salt Lake City from certain midwest origins and 
that the rates here in issue were designed to be competitive 
with such forwarder rates. Since 1937, the respondents had 
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maintained less-truckload transcontinental rates designed to be 
competitive with the forwarder rates, and the proposed rates 
would fill in a gap in that basis of rates of the respondents, 
it said. 

* ett is fairly inferable from the thousands of articles on 
which the motor forwarder-competitive rates apply, that a sub- 
stantial amount of the respondents’ less-than-truckload traffic 
between the considered points moves under such rates,” the 
Commission commented. 

Dealing with the rates involved in MC C-197, the Commis- 
sion said that the motor all-commodity rate of $2.75, minimum 
30,000 pounds, from Chicago to the Pacific northwest was the 
same as the rail all-commodity rate, but that the motor 
rate was restricted to articles rated from first to fourth class, 
inclusive (with certain exceptions), and applied only on 30,000 
pounds of such articles as had a shipping density of not more 
than 1,500 cubic feet, or an average of 20 pounds a cubic foot. 
After observing that the density of rail transcontinental traffic 
moved under all-commodity rates did not exceed 9.75 pounds 
a cubic foot, and that Consolidated Freightways at the time 
of the hearing had not transported any traffic under the pro- 
posed $2.75 rate, the Commission said it was unlikely that 
traffic of the described density would be offered motor car- 
riers at the all-commodity rate. Articles of that density would 
usually move on motor specific commodity rates generally 
lower than $2.75, it said. However, it added, Consolidated 
Freightways seemed to believe that some traffic would be 
attracted to the motor lines by the considered rate and that 
without that rate it had no hope of obtaining a share of the 
traffic. ‘The Commission computed that the rate of $2.75 
would yield 39.5 cents a truck-mile. It said this appeared to 
be reasonably compensatory and it concluded the rate was 
just and reasonable. ; 

The Commission said Consolidated Freightways and its 
connections in transportation of traffic from Chicago to the 
Pacific northwest substituted rail service from Chicago and 
Minneapolis to Marmarth, N. D., using the Great Western 
and the Milwaukee. The rail carriers contended, said the 
Commission, that the substituted service was unlawful because 
the rail routes did not parallel the highway routes of Con- 
solidated Freightways, but raised no question as_ to respond- 
ents’ authority to operate between the origin and destination 
points here involved. It added that there was no showing 
that the substituted service performed by the respondents 
did not conform to the conditions set forth in Substituted 
Freight Service, 232 I. C. C. 683. 


Cottonseed Oil Rates Adjustment 


Dividing six to four, the Commission in a report on rehear- 
ing in No. 28553, National Cottonseed Products Association, 
Inc. vs. Atlanta, Birmingham & Coast Railroad Co. et al., 
has reversed in part its findings in the prior reports, 248 
I. C. C. 127, that rates on cottonseed oil, in carloads, from all 
producing points to consuming points in the United States, that 
were on higher levels than rates on soybean oil from pro- 
ducing points in midwestern territory to the principal con- 
suming centers in that territory, and intrastate rates on soy- 
bean oil and corn oil between points in Illinois, were not 
shown to give shippers of soybean oil and corn oil undue 
preference, subjected shippers of cottonseed oil to undue preju- 
dice, or caused unjust discrimination against interstate com- 
merce. The new finding follows: 


We find that the rates assailed from producing points in southern 
and southwestern territories to Chicago, Decatur and Peoria, Ill., Mil- 
waukee and Cudahy, Wis., and St. Louis, Mo., are, and for the future 
will be, unduly prejudicial to producers and shippers o cottonseed oil 
and their traffic, and that the interstate rates on soybean oil and corn 
oil or on soybean oil or corn oil from producing points in Iowa, Mis- 
souri, Kansas, and Nebraska to Chicago, Decatur, Peoria, and Cudahy. 
and from producing points in those states and in Illinois to Milwaukee 
and St. Louis are and for the future will be, unduly preferential of 
producers and shippers of soybean oil and corn oil and their traffic to 
the extent that the rates on cottonseed oil to each of said destination 
points bear, or may bear, a percentage relation to the corresponding 
maximum reasonable rates prescribed thereon in Cottonseed, Its Prod- 
ucts, and Related Articles, 188 I. C. C. 605, and 203 I. C. C. 177, and 
later reports, as modified by subsequent general increases, greater than 
the lowest such relation which any of the rates to the same destination 
on soybean oil or corn oil bears, or may bear, to the corresponding 
Maximum reasonable rate thereon prescribed in said proceeding, as 
Similarly modified, subject to the carload minimum which is, or may 
be, concurrently maintained on soybean oil and corn oil from such pro- 
ducing point thereof. 


The commission ordered that the undue preference and 
prejudice found to exist he removed on or before Nov. 13. 
Other findings in the prior report not in conflict with the 
new finding were affirmed. The proceeding was reopened 


ow rehearing on petition of complainant and supporting inter- 
eners, 
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The report said defendants either had not maintained the 
relation between the rates on cottonseed oil and the rates on 
soybean and corn oils from the respective producing points 
of those oils resulting from the application of the bases of 
rates prescribed in the Cottonseed case, — or, where they 
originally established rates reflecting that relation, had deviated 
therefrom on that traffic to Chicago, Milwaukee and St. Louis 
and other points. Defendants by maintaining rates on soybean 
oil and corn oil from producing points of those commodities 
to the destinations involved on a substantially lower basis than 
the prescribed reasonable maximum basis, while contem- 
poraneously maintaining rates on cottonseed oil from the com- 
plaining points to the same destinations on the prescribed 
reasonable maximum basis, or, in some instances, only slightly 
lower than that basis, the report said, were according different 
and more favorable treatment to producers and shippers of 
soybean oil and corn oil and their traffic than was accorded 
to producers and shippers of cottonseed oil and their traffic. 
The record, it said, contained no explanation of, or justifica- 
tion for, this difference in treatment. The conclusion was 
warranted, it added, that it was not justified by conditions 
surrounding the transportation of the considered commodities. 

Even though shippers of cottonseed oil were not forced 
to absorb the difference in the considered rates, or were not 
otherwise injured, it was clear that producers and shippers of 
soybean and corn oils were preferred, and that as competi- 
tion existed in sufficient degree to make unlawful the difference 
in rates, defendants were not relieved from compliance with 
section: 3, the report said. It quoted from Northeast Kentucky 


Coal Bureau vs. Chesapeake & Ohio Railway Co., 206 I. C. C. 
445, as follows: 


Preference, not necessarily injurious in itself, affords opportunity 
to gain success over and injure the other party. The act is specifically 
directed against undue preference and all other forms of unjust treat- 
ment of the shipping public. 


The majority report said that cottonseed oil was sold on 
the basis of the price in the Mississippi Valley, and that soy- 
bean oil was sold on the basis of the price at Decatur, Il., 
plus the freight to the consuming market. It said that since 
May, 1937, the price of cottonseed oil had been somewhat 
higher than the price of crude soybean oil, by maximum dif- 
ferences of 1.55 cents in 1938, 1.03 cents in 1939, 0.7 cents in 
1940, and 1.9 cents in 1941. 

Commissioner Porter in a dissenting opinion, in which 
he was joined by Commissioners Aitchison and Patterson, said 
he disagreed with the majority for the principal reason that 
in his opinion the record failed to show that the relatively 
higher rates on cottonseed oil complained of had had the 
slightest effect on the price or the marketing of cottonseed 
oil. All this record afforded, said he, were “general declarations 
as to competition or injury, unsupported by evidentiary facts, 
and a mere showing of a disparity of rates,” which both the 
Commission and the courts had consistently held to be insuffi- 
cient to support a finding of undue prejudice and preference. In 
this connection, he cited a list of cases beginning with Barrett 
Co. vs. Atchison, Topeka & Santa Fe, 172 I. C. C. 319, 333, 
and ending with Florida vs. United States, 282 U. S. 194. 
There was’ no evidence whatever, said he, that cottonseed oil 
had been excluded from any market as a result of the use 
at such market of soybean or corn oil, or even that either 
‘soybean oil or corn oil had displaced cottonseed oil anywhere 
at any time and especially not by reason of any difference 
in rate level. He added: 


The record does show that the movement of cottonseed oil used in 
the manufacture of edible products increased from 1,202 million pounds 
in 1936 to 1,351 million pounds in 1941, the latest year for which the 
facts appear, or by 149 million pounds, and that the movement of soy- 
bean oil increased in that period from 149 to 340 million pounds or by 
191 million pounds, a difference in the increase in favor of soybean oil 
of only 42 million pounds or less than 3 per cent of the total movement 
of these oils; and in the latter year the soybean-oil movement was still 
only 25.1 per cent of the cottonseed-oil movement, a reduction, inci- ~ 
dentally, from the relation of 28.2 per cent in 1940. The record shows, 
also, that at the time of the hearing the price per pound at Cairo was 
12.785 cents for cottonseed oil and 11.75 cents for soybean oil, or a 
difference of $1.085 per 100 pounds. The average of the representative 
rates shown in the tables in the majority report is 22.3 cents for soy- 
bean and corn oils and 54.3 cents for cottonseed oil or a difference of 
32 cents. That is the average difference in rate which, according to the 
majority, these cottonseed-oil producers must absorb in competition with 
soybean and corn oils, and is the real foundation, of course, upon which 
rest the majority findings. With a difference in price of $1.035 per 100 
pounds in favor of cottonseed oil and a difference in rate in favor of 
soybean and corn oils of only 32 cents (most of which is due to the 
longer average haul of cottonseed oil than of the other oils), or a differ- 
ence in the delivered cost of approximately 71.5 cents in favor of cotton- 
seed oil, it is not surprising that defendants acceded to the appeals of 
the soybean-oil producers for a somewhat lower rate level on their 
products than the maximum prescribed by us. Indeed, that wide spread 
in favor of cottonseed oil is probably the real reason for the absence, 
after two hearings, of any evidence of specific marketing difficulties. 

Not content with that spread in his favor, the cottonseed-oil pro- 
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ducer is here asking for a still wider spread, and under the findings of 
the majority, assuming that the order is complied with by increasing the 
rates on soybean and corn oils to the approximate level of the cotton- 
seed-oil rates, the cottonseed-oil producer is given an additional advan- 
tage of about 7.7 cents per 100 pounds. Even with the advantage of the 
lower rate level, the relation of the soybean-oil movement to that of 
cottonseed oil dropped, as stated, from 28.2 per cent in 1940 to 25.1 
per cent in 1941. How the soybean-oil producer can continue to com- 
pete with another 7.7 cents added to his handicap at destination is 
difficult to imagine. 

The majority state that ‘‘producers and shippers of soybean and 
corn oils are preferred’’ and then quote rom Northeast Kentucky Coal 
Bu. vs. Chesapeake & O. Ry. Co., 206 I. C. C. 545, to the effect that 
preference which ‘affords opportunity to gain success over and injure 
the other party’’ is undue. Of course, the soybean-oil and corn-oil pro- 
ducers are preferred, but only to the extent of about 7.7 cents in the 
face of an advantage in price to the cottonseed-oil producer of $1.035. 
That this preference is not greater than necessary to permit fair com- 
petition is evident from the smaller tonnage increase in soybean oil 
than in cottonseed oil in 1941, the latest year of record. Under such 
circumstances, I submit that there is no warrant or support upon this 
record for a finding that the preference is undue. Preference and preju- 
dice are not prohibited unless they are undue. Michigan Fertilizer Co. 
vs. Louisville & N. R. Co., 214 I. C. C. 585, 587; Chicago Livestock Exc. 
vs. Abilene & S. Ry. Co., 223 I. C. C. 141, 152. Rather, with a destina- 
tion handicap against the soybean-oil producer of about 80 cents per 100 
pounds, the findings of the majority may be expected to afford that 
“opportunity to gain success over and injure the other party’’ against 
which, as the majority point out, the act is specifically directed. 


Commissioner Miller in a separate dissenting expression, 
said the record afforded no basis for the finding of undue 
prejudice and preference made by the report, and added that 
the conclusion reached in the prior report should be affirmed. 


Cross-Town Switching 


With Commissioner Johnson concurring, and Commissioner 
Patterson dissenting, the Commission, division 3, by a report 
and order in No. 28823, Enid Board of Trade et al. vs. Atchison, 
Topeka & Santa Fe Railway Co. et al. has found that the de- 
fendants’ failure to treat the crosstown switching of grain and 
grain products at Enid, Okla., as a transit stop, the charge 
therefor to be included in the line-haul rates, had not been 
shown to be in violation of sections 1, 2, 3, and 4 of the act. It 
also found that the failure of the defendant trustees of the Rock 
Island to file a tariff with the Commission containing its charge 
for this crosstown switching in interstate commerce was in 
violation of section 6, and they were directed to file an appro- 
priate tariff. The complaint was dismissed. 

In his concurring opinion, Commissioner Johnson said: 


The situation here before us emphasizes the wasteful transportation 
implicit in the western trunk line rate-break system. For example, if 
grain from Dodge City were to be switched across town at Wichita for 
further movement over the route of the Santa Fe reaching directly 
south therefrom to Dallas about 410 miles, it would be subject to a cross- 
town switching charge like the one assailed at Enid, but, since the rate 
‘‘breaks’’ on Kansas City, the Wichita transit operator can and does 
defeat this switching charge by the simple process of routing. the traffic 
eastward to Kansas City, thence back through Wichita to Dallas, the 
back-haul and out-of-line service aggregating 430 miles, or 30 miles in 
excess of the distance over the direct route from Wichita to Dallas. 

A rate structure that encourages wanton waste of this character is 
obviously in need of revision, but it is also obvious that findings re- 
quiring absorption of crosstown switching at Enid (as requested by the 
complainants) would, tend to delay rather than hasten the needed re- 
vision of the rate structure. 


Commissioner Patterson, dissenting, said that a carload of 
grain could be moved from a Kansas origin through Enid to a 
Texas destination and stopped for storage anywhere short of the 
yard limit signs at Enid, without charge in addition to the line- 
haul rate. Another carload from the same origin, said he, to the 
same destination, moving over the same rails, stopped for stor- 
age within the yard limits at Enid, which yard limits might be 
changed at the carriers’ whim, must pay a charge of at least 
$9.90 a car in addition to the line-haul rate. He said he could 
not believe such a practice lawful and that he would require 
the carriers to consider the stop within the yard limits at Enid 
as a transit stop included within the line-haul rate. 

The majority report said that, notwithstanding Toledo 
Switching Absorption, 50 I. C. C. 18, and Switching Rates in 
Chicago District, 177 I. C. C. 669, for competitive reasons the 
practice of absorbing cross-town switching charges in the line- 
haul rates had continued to spread in the southwest particu- 
larly until it had become rather universal at the time of the 
general grain investigation (1930). In the reopened general 
grain investigation, the report said the Commission pointed 
out that there was no uniformity in respect of such absorp- 
tion, and concluded that the record did not warrant an order 
requiring the substitution of transit for what seemed to be a 
strictly local switching service. In St. Louis Merchants’ Ex- 
change vs. Alton Railroad Co. 235 I. C. C. 5, the report said, 
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the Commission had said that cross-town switching move. 
ments were treated as extra services or side trips within a 
terminal district, and did not count as one of the transit Stops 
under the line-haul rates. 


So far as complainants, Enid Board of Trade, Oklahoma 
Grain & Grain Dealers’ Association, and Farmers Cooperative 
Grain Dealers’ Association of Oklahoma, were concerned, said 
the report, the effect of their proposal would be to eliminate 
the cross-town switching charges at Enid by treating the 
movement as the second of three transit stops. This would 
necessitate the absorption by dependants of the Switching 
charges, it said, as complainants intended that the second 
transit stop should be available under the prevailing line-hay] 
rates. It said that other than between points in Texas, inter. 
state and intrastate on account of carrier competition; be- 
ween points in Oklahoma in intrastate traffic because of state 
action; and on flour milled at Kansas City, Kans., and switched 
to Kansas City, Mo., defendants did not permit a second tran- 
sit stop within the same switching district. The charge for 
cross-town switching was not absorbed in Kansas, interstate 
or intrastate, by either the Santa Fe or the Frisco, it said 
and by the Rock Island only on a restricted list of commodi. 
ties, and not on grain. Defendants did not permit grain to be 
moved across town from one location to another at the Mis- 
souri River markets of St. Joseph, Mo., and Kansas City, and 
then be re-shipped to Memphis, Tenn., without a charge for 
the switching, said the report. 


As to allegations of unjust discrimination with reference 
to points north of Enid, such as Wichita, Salina, and Hutchin- 
son, Kans., the report said the services were unlike, and dis- 
cussed practices at these points, and at Enid, in detail. 


A considerable portion of the record, said the report 
dealt with the so-called Texas situation. But it pointed out 
that the action of the Missouri-Kansas-Texas of Texas in ab- 
sorbing cross-town switching charges at Fort Worth and Dallas 
was based on the unusual situation that in order for it to 
participate in the movement to Dallas of grain stored at Fort 
Worth, or drawing to Fort Worth grain sored at Dallas, its 
haul was about 160 miles compared with the direct mileage 
substantially less it connection with the other lines. The ac- 
tion of the other carriers in following suit was necessitated by 
competition, it said. For the same competitive reasons, it said 
the practice spread to other Texas points, and added: 


A section-3 order entered herein would be of no avail to complain- 
ants, for if the three lines here named defendants should cancel their 
absorption of crosstown switching charges at Fort Worth and Dallas 
any alleged prejudice against Enid would remain, because the other 
carriers serving Fort Worth and Dallas would not be bound by that 
order. This was conceded by complainants’ counsel at the hearing. He 
stated that the prejudice could not be removed by an alternative order 
because the whole rate structure would fall, and ‘‘as long as the rate 
break structure stands to the north we have the discrimination at Mem- 
phis and elsewhere; removing it in Texas wouldn’t cure our situation.” 
At the oral argument he asked that an order be entered directing de- 
fendants to put into effect the absorption of the crosstown switching 
charges at Enid. This we may not do under a section-3 finding. The 
order would have to be in the alternative if it were found that undue 
prejudice and preference exists. Northeast Kentucky Coal Bureau vs. 
Chesapeake & Ohio Railway Co., 201 I. C. C. 165. 


Complainants alleged, said the report, that defendants’ 
failure to treat this cross-town switching as interstate com- 
merce, and to accord such grain the privilege of a transit stop 
resulted in the collection by them of transportation charges 
from a point inside the switching limits of Enid to interstate 
destinations higher than if such grain had originated at the 
first station outside of the switching limits of Enid in viola- 
tion of section 4. There was nothing of record, said the report, 
to warrant‘a conclusion different from that reached in 
Archer-Daniels-Midland Co. vs. Alton Railroad Co., 246 I. C. C. 
421. In that case, it said, the Commission recognized that a 
charge for cross-town switching was an additional expense 
incident to an extra service within a terminal district, for 
which a separate charge might be made without violating the 
long-and-short-haul provision of section 4. This reasoning was 
also true, the report said, with respect to the allegation of 
unjust discrimination under section 2 of the act, the circum- 
stances and conditions under which the services were per- 
formed not being substantially similar. 

_ The report said the Rock Island denied that it had no 
tariff on file with the Commission containing its charge for 
this cross-town switching at Enid on interstate commerce. In 
its exceptions, it said, the carrier had contended that if “as a 
matter of law the cross-town switching at Enid is part of a 
through interstate movement under transit, as contended by 
complainants, then the distance rates in Agent J. R. Peel’s 
tariff I. C. C. No. 3089, to which it is a party, are applicable.” 
That tariff, the report said, applied only between stations and 
for distances shown in Peel’s tariff I. C. C. No. 2838, which 
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did not provide for distance between industries at Enid or 
apply on such movements. 


“We are of the opinion,” says the report, “that the here- 
inbefore quoted view of division 2 in Archer-Daniels-Midland 
Co. vs. Alton Railroad So., supra, as to the interstate charac- 
ter of cross-town switching under the circumstances there re- 
lated, is sound, and we adopt it here.” 


Routing, South to C. F. A. 


“Respondents’ effort to comply with the requirements of 
tariff circular 20 and to eliminate wasteful transportation is 
praiseworthy and in the public interest,” says the report of 
the Commission, division 3, in I. and S. No. 5120, Routing 
Lumber & Fruits, South to C. F. A., vacating the order of 
suspension and discontinuing the proceeding (see Traffic World, 
Aug. 21). The proceeding involved the lawfulness of Routing 
Guide No. 560-A, I. C. C. No. 3665, reference to which was 
made by schedules filed to become effective May 16, 1942, 
by which the many rail carriers serving either directly or 
indirectly the affected territory proposed certain routes in 
Central Freight Association territory in connection with joint 
through commodity rates, on lumber and lumber articles, in 
carloads, from the south and southwest, and on citrus fruits, 
vegetables, and strawberries, in carloads, from Florida. The 
findings were made without prejudice to the filing of com- 
plaints in particular instances. 

On protests by the Indiana State Chamber of Commerce, 
Florida Citrus Commission, Growers and Shippers League of 
Florida, American Fruit Growers, Inc., other shippers of fruits 
and vegetables, and various lumber and creosoting companies 
including Southern Hardwood Traffic Association, Southern 
Cypress Manufacturers Association, Southern Pine Associa- 
tion, and the National-American Wholesale Lumbermen’s As- 
sociation, the schedules were suspended until Dec. 16, 1942, 
and later voluntarily deferred by respondents pending disposi- 
tion of the proceeding. 


The report said that the principal gateways to and from 
which the routes in the guide applied were Chicago, Peoria, 
and East St. Louis, Ill., westbank Lake Michigan ports, Ohio 
River crossings, and certain Virginia cities. The application 
of the guide to this traffic, it said, would confine the use of 
the joint commodity rates, in effect from origin to destination, 
to routes from the gateways made up of certain carriers, thus 
discontinuing the present open routing beyond the gateways. 
At present, except for certain circuity limitations contained 
in the rate tariffs, shippers of the commodities under considera- 
tion may route shipments over any or all central territory 
lines parties to the rate tariffs at the joint rates in effect 
from origin to destination, the report says. If the suspended 
schedules are permitted to go into effect all of these routes 
will still be available to the shippers, but the use of those 
routes which are not included in the guide will necessitate 
freight charges based on combination rates’ higher than the 
joint rates, it adds. 

_ The report said that the respondents had submitted a study 
which covered all carloads of lumber and related articles 
shipped from the south and southwest to central territory 
during the first seven days of May, 1940, and the first seven 
days of May, 1942. Of the 4,294 cars transported in that time, 
it said, 347 cars, or about 8 per cent, moved over routes not 
included in the guide. The time en route from the gateways 
to destinations for 122 of the 347 cars, said the report, was 
582 days, while 327 days would have been required if the 
shipments had moved over routes provided in the guide, a dif- 
ference of 255 days. 

To show that there was wasteful transportation under the 
present unrouted tariffs which the guide would eliminate, re- 
spondents had referred to certain shipments, among them a 
car of lumber from Cross City, Fla., destined to York, routed 
north of the Roanoke, Va., gateway over the lines of the 
Norfolk & Western to Shenandoah Junction, W. Va., thence 
by Baltimore & Ohio, said the report. This route, eliminated 
by the guide, was 567 miles, or 73 per cent Ionger than the 
normal route of 328 miles of the Norfolk & Western to Kenova, 
W. Va., thence Baltimore & Ohio. 

With respect to east-bound transcontinental traffic the 
report said carriers in central territory had asked the trans- 
Continental lines to make their east-bound tariffs subject to 
this guide, adding that those lines had not yet complied with 
that request, and were apparently awaiting the outcome of 
the instant proceeding before taking any action. The lumber- 
traffic protestants, said the report, alleged undue prejudice 
to them and undue preference of shippers of transcontinental 
and western trunk-line east-bound shipments of lumber. The 
protestants, it said, argued that the western carriers might not 





469 









comply with the request of the central territory carriers, and 
that the respondents were not in a position to compel them 


to do so. If such was the fact, the report said, respondents, 
not being in control of both factors which made up the relation 
complained of, could not be charged with undue prejudice and 
preference for which an order in the alternative under section 3 
of the act would lie, adding that “the western carriers are 
not before us as respondents in this proceeding.” 


Another contention of the lumber shipping protestants 
was that the guide would result in departure from the long- 
and-short-haul provisions of section 4, because, while the 
guide embraced all routes over which traffic might move to 
and from central territory gateways, including Ohio River cross- 
ings, and no such restrictive routing was published from those 
river crossings to certain destinations in Illinois Freight Asso- 
ciation territory and trunk line territory, there were routes 
over which lumber shipments were handled to points in those 
more distant territories and which routes were not provided 
for in the guide, to which lower rates would apply than via 
the same routes to destinations in central territory. The report 
said that the rates to the more distant points were apparently 
joint through rates, whereas the higher rates to the intermediate 
points were composed of combinations of local rates, based 
in all but one instance on the Ohio River crossings. The record 
did not show, it said, if there were in effect, or the amounts 
thereof, joint through rates from the south to the intermediate- 
point destinations. In any event, it added, there existed other 
routes to and from these points over which there was no indi- 
cation of fourth-section departures, and that, accordingly, the 
tariffs should be construed so as not to produce a violation 
of the law. 

Dealing with one protestant’s argument that the guide at- 
tempted to make rates on lumber from the south subject to 
all of the individual guides (item 7 of the guide providing 
that routing over the individual line would be as provided in 
the individual guide of that carrier) without specifying tariff 
number of those guides, and so left the shipper without means 
to ascertain the route by which the particular rate would 
apply, the report said the item imposed no obligation to refer 
to any individual line’s tariff where there was no necessity 
now to do so. 


As to the movement of citrus fruits and vegetables from 
Florida, the report said that the respondents had made a 
study of the first 14 days of December, 1941. In that time, it 
said, 621 carloads of citrus fruits and vegetables were trans- 
ported from Florida to central territory, of which only 3 cars 
px 9 moved from gateways over routes which were not in the 
guide. 

After discussing protests as to the methods of publishing 
routing to trunk-line and New England territories in rate 
tariffs, and to central territory in the guide, the report said that 
publishing the routes in a publication separate from the -rate 
tariffs was not in conflict with tariff circular 20, and that the 
prompt movement of citrus fruits and vegetables would not 
be adversely affected if the guide became effective. The sus- 
pended schedules, it said, did not make any change in the re- 
consignment, diversion, or stop-off provisions of the present 
tariffs. Commending the respondents for the effort to comply 
with tariff circular 20, the report continued: 


The guide is a living thing and not something which may not be 
changed in the future to meet conditions that may arise or which may 
have been overlooked in its original preparation. When occasion de- 
mands the carriers may and should add additional routes to the guide, 
just as they may remove from the guide a route which they find by 
experience serves no useful purpose. If shippers desire to use unduly 
circuituous routes not in the guide at the joint rates, the carriers in 
complying therewith should add arbitraries to the joint rates to com- 
pensate for the additional mileage. 


In its closing section, the report said protestants had urged 
that respondents had the burden of showing that combination 
rates, presumably higher than the joint rates, applying over 
routes not in the guide, were not unreasonable or otherwise 
unlawful. Under the statute, it said, respondents were re- 
quired to show that the suspended schedules were just and 
reasonable, but that it should be remembered respondents were 
not seeking to close a definite and known number of routes 
to the application of joint rates. On the contrary, it said, 
the routes over which the joint rates have heretofore applied 
were those composed of any one carrier or combination of 
carriers party to the tariffs. The routes were unknown and 
indefinite in number and extent, it added, and that proof of 
the reasonableness of the resulting combinations over the great 
number of routes which, under the guide, would no longer be 
available in connection with joint rates, would impose an im- 
practicable, if not an impossible task on the respondents. 
The law did not contemplate any such requirement, the re- 
port said. This was quite different from a particular instance 
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where a particular combination of rates over a particular 
route was assailed as unreasonable because it exceeded the 
joint rate in effect from and to the same points, it said, or 
where in particular instances certain, definite and known routes 
were to be closed to the application of the joint rates and the 
resulting rates to be applied were combinations. The findings 
in the instant proceeding, it said, would be without prejudice 
to the filing of any complaint involving particular instances 
of alleged unreasonable or unlawful rates resulting from the 
restricted routing found just and reasonable for general 
application in connection with the rates on lumber and fruits 
and vegetables. 


N .Y.-ILL., IND. FORWARDER SERVICE 


Effective Oct. 21, the Commission, division 4, has issued 
a permit and order in FF-142, Associated Shippers Carloading, 
Inc., Freight Forwarder Application, authorizing operation by 
applicant as a freight forwarder in interstate commerce in 
the transportation of commodities generally from New York, 
N. Y., to Cook, Kane, Will, Lake, and Du Page counties in 
Illinois and Lake county in Indiana. Applicant applied for 
authority under section 410 of the act to continue operations 
carried on before and since May 16, 1942, its application 
being filed through its predecessor in interest, Associated 
Shippers, Inc., which substitution and transfer was approved 
by the Commission on April 30, 1943. The Commission denied 
a portion of the application seeking authority to operate from 
Connecticut, New Jersey, and points in New York other than 
New York, N. Y., to points other than the Illinois and Indiana 
counties named. It said applicant withdrew Connecticut and 
New Jersey as places of origin and that New York, N. Y., 
was the only point of origin and assembly requested and 
shown to have been served as such. 


STATUS OF BARGE OWNER 


There was nothing in part III-of the act that provided for 
special treatment—such as exemption from regulation—for 
furnishers of vessels, the Commission, division 4, declared 
in a report in W-821, G. M. Cox Shipyard, Inc., New Orleans, 
La., Applications, in which it found the applicant entitled 
to continue operation as a contract carrier in the furnishing 
of non-self-propelled barges under charter, lease or other 
agreement to persons other than carriers subject to the act, 
for use by such persons in the transportation of their own 
property between ports and points in Louisiana, Texas, Missis- 
sippi, and Alabama on the Gulf of Mexico and its tributaries. 

The Commission granted a permit to the applicant, but 
denied the latter’s applications for exemption from regulation 
under sections 302(e) and 303(e) of the act. 

“Regulation of applicant and other furnishers of vessels, 
as coéntemplated by section 302(e), results from their position 
in the national transportation system,” the Commission said. 
“They provide a pool of equipment from which other carriers 
draw during emergencies and peak-load periods. Unregulated 
use of this pool of equipment by shippers well might place 
them in the position of being able to use the charter market 
as leverage to enforce their demands for unreasonable rates 
and discriminatory services from common and contract carriers. 
Therefore, the application for exemption under section 302(e) 
will be denied. 

“The application for exemption under section 303(e) will 
be denied because this record does not support the conclusion 
that applicant’s barges would be used for the transportation 
of commodities which by reason of their inherent nature, their 
requirement of special equipment, or their shipment in bulk, 
would not actually and substantially be competitive with 
transportation by any common carrier subject to this act.” 

Commissioner Mahaffie, concurring in part, objected to the 
finding limiting applicant’s operations to defined territory. 


PIPELINE VALUATION REPORTS 


The Commission, division 2, in a report in Valuation 
Docket No. 1270, Valvoline Oil Co., has tentatively found the 
final values, for rate-making purposes, as of Dec. 31, 1939, of 
the pipeline property of the Valvoline Oil Co., of Butler, Pa., 
owned and used by the carrier to be $1,950,000; owned but not 
used, out of service, $35,000, and used but not owned, leased 
from private parties, $5,425. 

In a report in Valuation Docket No. 1269, Utah Oil Re- 
fining Co., the Commission, division 2, has tentatively found 
the final value, for rate-making purposes, as of Dec. 31, 1939, 
of the pipeline property of the Utah Oil Refining Co., of Salt 
Lake City, Utah, owned and used, devoted by it to common 
carrier purposes, to be $4,800,000. The Utah company is con- 
trolled by the Standard Oil Co. (Indiana) through ownership 
of a majority of the outstanding capital stock. 
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Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commassion.) 


*W-811, Potomac River Line, Inc., Washington, D. ¢, 
Common Carrier Application. By division 4. On reconsidera. 
tion, findings in prior report, 250 I. C. C. 79, modified so as 
to authorize continuance of applicant’s operation as a common 
carrier by water in the transportation of passengers, in excur- 
sion service, between Washington, D. C., and points on the 
Potomac River between Washington and Mt. Vernon, Va,, 
in addition to authority granted in prior report. Amended 
certificate granted, effective Oct. 1. 

*W-886, Charles T. Banks Towing Line, Philadelphia, Pa., 
Common and Contract Carrier Application. By division 4. Cer- 
tificate granted, effective Nov. 9, as to operation as a common 
carrier by towing vessels in the performance of general towage 
on Delaware River, Delaware Bay, Chesapeake and Delaware 
Canal, Chesapeake Bay, and tributaries north of and including 
Nanticoke River and Point Lookout, Md. 

*W-668, Richmond Navigation & Improvement Co., Com- 
mon Carrier Application. By division 4. On reconsideration, 
amended certificate granted, effective Nov. 9, superseding prior 
amended certificate issued March 28, 1942, authorizing con- 
tinuance of operation as a common carrier by self-propelled 
vessels and by non-self-propelled vessels with the use of sep- 
arate towing vessels in the transportaiton of commodities gen- 
erally between the ports of San Francisco, Alameda, and Oak- 
land, Calif., on the one hand, and the port of Richmond, Calif,, 
on the other. 

*W-422, Orin Shepard, dba Shepard Towing Co., Portland, 
Ore., Application. By division 4. Certificate granted, effective 
Nov. 9, as to continuance of operation by Mrs. Orin Shepard, 
administratrix of applicant’s estate, as a common carrier by 
towing vessels in the performance of general towage between 
ports and points in Washington and Oregon on the Columbia 
River and its tributaries below and including Bonneville, Ore., 
but not including the Willamette River above Oregon City, Ore. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Classes and Commodities 


MC C-205, Intermountain-Coast Motor Freight Tariff Bu- 
reau vs. George A. Sims and Milton K. Sims, dba Salt Lake 
Transfer Co. By division 2. Motor common carrier class 
and commodity rates, minimum 1,000 pounds, maintained by 
defendants, motor common carrier, between Salt Lake City, 
Utah, on the one hand, and Blackfoot, Boise, Idaho Falls, and 
Pocatello, Ida., on the other, found to be unlawful because 
such rates applied on transportation defendants were not 
authorized to perform, and ordered canceled on or before 
Oct. 1. Motor common carrier all-commodity rates, minimum 
10,000 pounds, between the same points, not shown to be 
unreasonable or otherwise unlawful. Chairman Allidredge 
wrote a concurring expression while Commissioner Splawn 
noted a concurrence. 


Miscellaneous Commodities 


I. and S. M-1701, Miscellaneous Commodities within Mid- 
Western Territory. By division 2. Rates proposed by Don E. 
Weber Freight Lines, of Beatrice, Neb., a motor common car- 
rier, on agricultural implements and parts, subject to vary- 
ing minima and in less-than-truck-loads, between Beatrice, 
Neb., and Kansas City, Mo.-Kan., and on iron and steel prod- 
ucts, and spelter and zinc, minimum 12,000 pounds, from 
Kansas City, Mo., to Beatrice, unjust and unreasonable; and 
rates proposed by respondent on agricultural implements and 
parts between Beatrice and other points in Iowa, Kansas, Okla- 
homa, South Dakota, and Colorado and between Kansas and 
Oklahoma, and on broom corn, minimum 16,000 pounds, from 
Kansas and Oklahoma points to Lincoln, Neb., just and rea- 
sonable. Suspended schedules, to the extent found unlawful, 
ordered canceled on or before Nov. 1 and proceeding dis- 
continued. The report said in view of respondent’s revised 
proposal to establish rates which were clearly in excess of 
reasonable minima, it would not prescribe minimum rates 
at this time. Discontinuance of the proceeding, it added, left 


the respondent free to establish the revised rates in the 
usual manner, but on not less than thirty days’ notice, and 
subject to protest and suspension. 
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Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
jull may be obtained by prompt application to the Commission.) 


*MC F-2212, Arthur D. Paxton, Los Angeles, Calif., Pur- 
chase, Ben N. Hamrick. Authorizes purchase by the former, 
dba Paxton Truck Co., of operating rights of the latter, of 
San Diego, Calif. 

*MC F-2190, C. B. Fischbach, Akron, O., Purchase, Wil- 
liam J. Cannata. Authorizes purchase by the former, dba 
Fischbach Trucking Co., of operating rights and certain prop- 
erty of the latter, dba Cannata Trucking Co., of Columbus, O. 

*MC F-2186, Harry G. Masser, Hagerstown, Md., Purchase, 
Charles J. Wenzel (Mary Wenzel, Executrix). Authorizes 
purchase by the former, dba Masser Motor Express, of _oper- 
ating rights of the latter, dba Triangle Transportation Co., of 
Irvington, N. J. 

*MC 504, Louis Patz, Elberton, Ga., embracing Sub. No. 1, 
Same. Certificate denied, in MC 504, under grandfather clause, 
as to general commodities over irregular routes between points 
in specified eastern and southern states and D. C., on finding 
that there had been an interruption in service by applicant’s 
predecessor since the grandfather date. Certificate granted, in 
Sub. No. 1, to applicant as successor in interest, for continuance 
of operation, over irregular routes, as to (1) granite between 
Elberton, Ga., and points within 15 miles thereof, on the one 
hand, and points in Del., D. C., Ind., Ky., Md., Mich., N. J., 
N. Y., O., Pa., Tenn., Va. and W. Va., on the other, and (b) from 
Salisbury, N. C., to Elberton and points within 15 miles thereof; 
(2) canned goods from points in Ind., Md., N. J., O., Pa., Va. 
and W. Va. to points in N. C., S. C., and Ga., and (3) abrasive 
materials from Pittsburgh, Pa., and points in Ohio to Elberton 
and points within 15 miles thereof. 

*MC 1750, Sub. No. 1, John A. Zohiman, Bridgeton, N. J. 
Permit granted as to canned and bottled foods from Winslow 
and Bridgeton, N. J., to points in Del., Md., N. J., N. Y., Pa. and 
D. C. within 125 miles of Winslow and Bridgeton, and as to 
specified commodities from designated points in such territory 
to Bridgeton and Winslow, over irregular routes. 

*MC 96483, Russell Von Der Ahe, St. Louis, Mo. Certificate 
granted as to household goods between St. Louis, Mo., and 
points within 35 miles thereof, on the one hand, and, on the 
other, points in Ill. and Mo., over irregular routes. 

*MC 101219, Sub. No. 6, Merit Dress Delivery, Inc., New 
York, N. Y. Certificate granted as to men’s garments and ma- 
terials and supplies for such garments, between New York, 
N. Y., and Boston, Mass., over a regular route, serving desig- 
nated intermediate and off-route points, restricted to traffic 
moving to or from New York City. 

*MC 10345, L. & P. Refrigerator Lines, Kansas City, Kan. 
Permit granted as to merchandise manufactured or dealt in 
by meat-packing companies, and, in connection therewith, equip- 
ment, etc., used in conduct of such businesses, between Kansas 
City, Kan., and specified points in Kan., over regular routes. 

*MC 59236, Knowles Storage & Moving Co., Omaha, Neb., 
embracing MC 52615, Knowles Vans, Inc., and MC 59236, Sub. 1, 
Knowles Storage & Moving Co. Certificate granted in MC 59236 
for continuance of operations as to general commodities, with 
exceptions, from Chicago, Ill., to Omaha, Neb., over regular 
routes. Certificate granted in MC 52615 to Knowles Vans, Inc., 
as successor in interest in part to Knowles Storage & Moving 
Co., for continuance of operation as to household goods between 
points in Ark., Colo., Conn., Del., Ga., Ill., Ind., Ia., Kan., 
Ky., La., Md., Mass., Mich., Minn., Mo., Neb., N. J., N. M., 
~ i. . C..m. D. G, Gee, se. 2. , 6 C. & D., Toe, 
Tex., Va., W. Va, Wis., Wyo. and D. C., over irregular routes. 
Certificate denied in MC 59236. Sub. No. 1, as to household goods 
between points in Ariz., Calif., Ida. Nev., Ore., Utah and 
Wash., and between points in those states, on the one hand, 
and, on the other, points in all the other states and D. C. 


Railroad Abandonments 


The El Paso & Southwestern Railroad Co. and the South- 
ern Pacific Co., its lessee, in a joint application in Finance No. 
14324 have asked the Commission for a certificate permitting 
abandonment by the former and abandonment of operation by 
the latter of the portion of the Capitan branch in Lincoln 
county, N. M., between Carrizozo Junction and Capitan, ap- 
proximately 20.53 miles, together with all sidings, spur tracks 
and appurtenances. The application said that the amount of 
traffic on the line did not justify its continued maintenance and 
operation and abandonment would enable the recovery of vi- 
tally needed material. 

O.-W. & N. 

George H. Flagg, Public Utilities Commissioner of Oregon, 

and other protestants, have filed a petition with the Commis- 
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sion for modification of the effective date of its certificate and 
order in Finance No. 13780, Oregon-Washington Railroad & 
Navigation Co. Abandonment, permitting abandonment of the 
road’s line extending 17.2 miles from Kent to Shaniko, Ore., 
so as to have the certificate take effect from and after Nov. 30, 
instead of 40 days from July 26. Petitioners said the extension 
was necessary to permit the movement of grain now in storage 
and current crops, which could be done in the next 90 days. 

The Commission, by Commissioner Porter, has issued an 
order in Finance No. 13780, Oregon-Washington & Navigation 
Co. et.al. Abandonment, extending to Nov. 30 the effective date 
of the abandonment certificate and order issued in that pro- 
ceeding, dated July 26. 


Pennsylvania 


The Pennsylvania Railroad Co., in Finance No. 14319, has 
asked the Commission for authority to abandon three so-called 
branch line tracks, totaling 3.42 miles, as follows: Fallen 
Timber branch, extending from junction Glasgow, to its 
terminus, a distance of 0.93 mile, in Cambria county, Pa.; 
the portion of the Moshannon & Clearfield branch, extending 
from a point south of Houtzdale, to its terminus, a distance 
of 0.52 mile, in Clearfield county, Pa.; the portion of the Manor 
branch, extending from Harrison city to its terminus near 
Claridge, a distance of 1.97 miles, in Westmoreland county, Pa. 
These branch line segments formerly served coal mines which 
had either ceased production as a result of the coal supply 
having been exhausted, or were taking out the remaining coal 
at other points for loading on adjacent railroad lines, the 
application said. 

P. M. 


By order issued by the Commission, Commissioner Porter, 
the effective date of the certificate dated June 24 in Finance 
No. 14204, Pere Marquette Railway Co. Abandonment, has been 
extended to Oct. 1. 





COMMISSION WATER ACTION 


Finding that the operations involved had been discontinued 
and applicant was no longer engaged in water carrier trans- 
portation, the Commission, division 4, has issued an order in 
W-740, Ralph J. Staehli, Common and Contract Carrier Appli- 
cation, dismissing the application filed under section 309 of 
the act for a certificate and permit authorizing continuance of 
operation as a common and contract carrier by water, in 
interstate or foreign commerce. 

The Commission, division 4, by an amended certificate 
and order in Finance No. 14155, Willamette River Towing Co., 
Purchase, and W-371, Car Benert, Common and Contract Car- 
rier Application, effective Oct. 1, has authorized the Willamette 
River Towing Co. to continue operation as a common carrier 
by towing vessels in the performance of general towage between 
ports and points along the Willamette River above and in- 
cluding Oregon City, Ore. The amended certificate and order 
supersedes a certificate and order issued to Carl Bernert on 
Jan. 13, 1943, to the extent that it authorized operation as a 
water carrier, it being pointed out that on May 21 Willamette 
obtained temporary authority to operate the vessels and other 
common carrier property of Bernert and later purchase the 
property and rights of Bernert. The order of May 21, issued 
in Finance No. 14155, granting temporary authority, is vacated 
and set aside effective Oct. 1. 


COMMISSION ORDERS 

W-773, Columbia Transportation Co., contract carrier application. 
Effective date of certificate and order of March 22 further postponed to 
September 25. 

No. 28090, Tex-O-Kan Flour Mills Co. et al vs. Abilene & Southern 
et al. Order of Dec. 22, 1942, further modified to become effective 
Dec. 20. 

MC F-2250, Floyd M. Hall, et al, purchase Overland Transfer Co. 
Application under section 210a(b) requesting approval of temporary 
operation by Floyd M. Hall, George O. Perry, and G. C. Tessum, dba 
S & S Freight Lines, of properties of Overland Transfer Co., denied. 

MC 71982, J. C. Fleming, common carrier application. Report and 
order of April 29 modified so as to authorize applicant to operate as a 
common carrier by motor vehicle, in interstate or foreign commerce, 
of general commodities except those of unusual value, dangerous ex- 
plosives and household goods as defined in Practices of Motor Common 
Carriers of Househcld Goods, 17 M. C. C. 467, over a regular route 
between Concordia, Kans., and junction of U. S. Highway 24 and 
Kansas Highway 9 over Kansas Highway 9, serving no intermediate 
points, in lieu of route between Concordia and junction of U. S. High- 
way 24 and 81 set forth as route 3 in appendix C in prior report and 
order. This order shall become effective September 23, unless prior 
thereto any party in interest shall show cause, in a writing verified 
under oath, why report and order entered April 29 should not be modi- 
fied in manner described. 

MC C-366, Sayers & Scoville Co. vs. National Transit Corp. Com- | 
plaint dismissed. 

W-412, Boston Tow Boat Co. application. Effective date of order 
postponed from August 23 to October 23. 


MC F-2001 (Supplemental), D. E. Hunt, purchase, St. Johns River | 


Line Co. Order of June 2 modified so as to authorize payment of a | 
total purchase price of $7,500 in lieu of $7,600. 
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No. 28663, Green’s Fuel, Inc., vs. A. & St. A. B. et al.; No. 28696, 
Butane Gas Dealers of Mississippi et al. vs. A. T. & S. F. et al.; 
No. 28696 Sub. 1, Georgia Automatic Gas Co., Inc., et al. vs. A. B. & C. 
et al.; No. 28756, W. G. Petty & Son et al. vs. A. T. & S. F. et al.; 
and No, 28790, R. C. Weiss, dba Weis Butane Gas Co. vs. C. R. I. & P. 
et al. Order of May 15 further modified to become effective November 
30 on not less than 30 days’ notice, instead of September 30. 

No. 28722, Coastal Produce Ass'n. et al. vs. A. C. L. et al.; No. 
28722 Sub. 1, Charles E. Gibson, Inc., et al. vs. Same; No. 28722 Sub. 2, 
Charleston Produce Distributors et al. vs. Same; No. 28722 Sub. 3, 
American Fruit Growers, Inc., et al. vs. Same; No. 28722 Sub. 4, South 
Carolina Vegetable Co-Operative, Inc., et al. vs. Same; and No. 28722 
Sub. 5, Meggets Produce Exchange vs. Same. Reopened for reargu- 
ment with 28905, Florida Planters, Inc., et al. vs. Florida East Coast 
et al., at a time and place to be hereafter named. 

No. 28992, Carolina Bagging Co. vs. Atlanta & West Point et al. 
Complaint amended making Reading Co. and Western Maryland Ry. 
additional parties defendant. 

W-154, Great Lakes Transit Corp., applications. Petition of appli- 
cant for postponement of effective date of certificate and order denied. 

W-522, Nickols Transportation Co., common carrier application. 
Reopened for hearing and reconsideration. 

W-811, Potomac River Line, Inc., common carrier application. Re- 
opened for reconsideration. 

W-814, Reopened for hearing and reconsideration. 

MC 22305, Lett & Co. of Indiana, Inc., common carrier application; 
MC 906 Sub. 11, Consolidated Forwarding Co., Inc. (Successor in part to 
Lett & Co. of Ind., Inc.), common carrier application; MC 17793 Sub. 3, 
Kenneth G. Foster (Successor in part to Lett & Co. of Ind., Inc.), 
common carrier application; and MC 52743 Sub. 2, Miami Transporta- 
tion Co., Inc., of Ind. (Successor in part to Lett & Co. of Ind., Inc.), 
common carrier application. MC 22305 and MC 52743 Sub. 2 reopened 
for further hearing at a time and place to be hereafter iixed, solely to 
afford applicant an opportunity to submit additional proof so that a 
more accurate determination can be made of claimed operations of 
Miami Transportation Co., Inc., of Ind. in MC 52743 Sub. 2. Order 
entered in these proceedings on May 22, as subsequently modified to 
become effective September 30, insofar as it applied to that portion of 
MC 22305 which was reassigned MC 52743 Sub. 2, vacated and set aside; 
and insofar as said order applied to those portions of MC 22305 which 
were reassigned MC 906 Sub. 11 and MC 17783 Sub. 3 same shall remain 
in full force and effect. 

MC C-172, Canned goods, Colorado to Iowa and Nebraska points. 
Petition of Western Trunk Line Motor Common Carriers Bureau for 
broadening of scope of investigation denied. 

MC F-1962, Watson Bros. Transportation Co., Inc., lease, Harry 
Jaffa. Petition of Watson Bros. Transportation Co., Inc., for extension 
of time within which to exercise authority granted in report and order 
of March 13, extended to and including March 1, 1944. 

W-688, Richmond Navigation & Improvement Co., common carrier 
application. Reopened for reconsideration. 


PETITIONS FOR REHEARINGS, ETC. 

W-668, Application of M. S. Lauritzen, Administratrix, Estate of 
H. P. Lauritzen, G. B. Lauritzen and N. P. Bush, dba Richmond Navi- 
gation & Improvement Co., common carrier application. Applicant asks 
for reopening and reconsideration of application. 

MC F-2284, Hargis Truck Line, Inc., lease, Richard A. Huls, dba 
Huls Truck Service. Hargis Truck Line, Inc., asks for authority tem- 
porarily to operate motor-carrier properties of Huls Truck Service. 

1. & S. M-1784, Barbour Transportation Co. commodities in central 
and western territories. Rail protestants ask for reconsideration of 
Commission’s findings in report of July 7. : 

Finance 14017, Nashville. Chattanooga & St. Louis abandonment. 
Protestants ask for reargument and reconsideration before Commission 
or rehearing as to value of properties. 


FINANCE APPLICATIONS 


MC F-2289. The Santa Fe Trail Transportation Co., of Wichita, 
Kan., asks authority to purchase operating rights and property of The 
Hall Motor Freight Co., of Denver, Colo., for $121,906. 

Finance No. 14317, Pacific Electric Railway Co., asks authority to 
operate jointly on trackage of Southern Pacific Railroad Co., operated 
by its lessee Southern Pacific Co., substantially parallel to applicant’s 
trackage between Riverside and a point north of the Santa Ana River, 
near Colton, Calif. 

MC F-2284, Hargis Truck Line, Inc., of Tell City, Ind., asks author- 
ity temporarily to operate motor carrier properties of Richard A. Huls, 
dba Huls Truck Service, of Jasper, Ind. 

MC F-2287, L. L. Majure, dba L. L. Majure Transport Co., of 
Meridian, Miss., asks authority to acquire vontrol of McDonough Motor 
Express, Inc., also of Meridian, through ownership of capital stock. 

MC F-2288, Moshassuck Transport Co., of Saylesville, R. I., asks 
authority to purchase certain operating rights of C. Alden Winter, dba 
Winter’s Express, of Providence, R. I. 

Finance No. 14320, New York, Chicago & St. Louis Railroad Co. 
asks authority to acquire 60,000 shares of the common capital stock of 
the Wheeling & Lake Erie Railway Co. The application said acquisi- 
tion of the shares would have the effect of extending the measure of 
control of the Wheeling Co. exercised by applicant jointly with the 
Chesapeake & Ohio. Certificates of deposit now held represent 53.6 
per cent of all of the outstanding stock of the Wheeling Co., it said, 
and that the acquisition of the additional shares would increase the 
stock interest of thc two companies to 64.42 per cent. 

Finance No. 14109, Supplemental, Pennsylvania Railroad Co. asks 
authority to assume obligation and liability in respect of additional 
Pennsylvania Railroad 2% per cent equipment trust certificates, series 
N, in the principal amount of $5,790,000, and to sell said certificates, 
to be applied to the payment of not exceeding 80 per cent of the cost 
of completed units of equipment as and when delivered. The applica- 
tion said that the Commission’s order of March 3 authorized applicant 
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to assume obligation and liability in respect of not exceeding 36 

of the seri2s N certificates, the total cost of the equipment inane 

being estimated at not less than $15,300,000. ses 
Finence No. 14321, South San Francisco Livestock Han 


dlin 
asks authority to renew the lease of all of the facilities and Pe 


Properties 


of South San Francisco Union Stock Yards Co., used for the loadin 
and unloading of live stock at San Francisco and Stockton, Calif onl 
to continue to operate those facilities. i 


; Finance No. 14326. Louisiana & Arkansas Railway Co. asks author 
ity to extend operations by means of trackage rights over and the joint 
use of the second of two parallel main tracks in the City of Shreveport 
La., owned by the Vicksburg, Shreveport & Pacific Railway Co. and 
leased to and operated by the Yazoo & Mississippi Valley Railroad Co 
extending 1.55 miles from Spring Street to a point east of the Texas 
& Pacific crossing. The line over which applicant seeks trackage rights 
parallels the first main track it now uses, and a fixed rental of $200 
a month is to be paid, according to the application. 

MC F-2290, Matthew Leo McKeone, dba Red Ball Transfer Co 
Omaha, Neb., asks authority to purchase operations of Clayton A. Rat. 
ledge, dba Ratledge Cartage Co., Chicago, Ill. The application said 
acquisition of the authority would enable applicant to serve its shippers 
in the metropolitan zone of Chicago and especially that part lying in 


the state of Indiana, where otherwise ‘‘this would be impossible at the 
present time.’’ 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14255, Nashua & Lowell Railroad 
Corporation Control, authorizing acquisition by the Boston & Maine 
Railroad of control of the Nashua & Lowell Railroad Corporation 
through stock ownership. Approved. 

Order in F. D. No. 13002, Texas Mexican Railway Co, Operation 
extending the time within which the Texas Mexican Railway Co. shall 
operate a line of railroad in Nueces County, Tex., until 6 months after 
peace shall have been declared in the war against Germany. Approved 

Second supplementai report order in F. D. No. 13481, Missouri 
Pacific Railroad Co., Trustee Equipment Trust Certificates, modifying 
original order so as to permit the substitution under the equipment 
trust of certain equipment. Approved. 

Report and certificate in F. D. No. 14282, Louisville & Nashville 
Railroad Co., Construction, authorizing construction by the Louisville 
& Nashville Railroad Co. of a branch line of railroad in Perry County 
Ky. Approved. , 


MOTOR FINANCE CASES 
MC F-2238, Holdcroft Transportation Company—Purchase—Harry 
Jaffa. Extension granted to September 8, 1943, of time for compliance 


with conditions of order of August 4, 1943, granting temporary author- 
ity under section 210a(b). 


MC F-2252, Consolidated Transfers, Inc.—Purchase—H. P. Dunbar. 
Application for authority under section 210a(b) of Consolidated Trans- 
fers, Inc., of Jamestown, Ky., for temporary operation of motor-carrier 
rights and properties of H. P. Dunbar, doing business as Dunbar Truck 
Line, also of Jamestown, granted. 

Action by Division 4 in finance proceeding No. MC F-2242, Matthews 
Freight Service, Inc.—Purchase—Albert P. Brodin. Application for 
authority under section 210a(b) of Matthews Freight Service, Inc., of 
Grand Rapids, Minn., for temporary operation of motor-carrier rights 
and properties of Albert P. Brodin, doing business as Lake of the 
Woods Transfer Company, of Baudette, Minn., denied August 24, 1943. 


WYER DIRECTORSHIPS 


By an order in Finance No. 7479, Sub. No. 4, Application of 
William Wyer, the Commission, division 4, has granted author- 
ity to the applicant to hold, until its further order, the position 
of chief executive officer of The Central Railroad Co. of New 
Jersey (Shelton Pitney and Walter P. Gardner, trustees) and 
also to hold, until the Commission’s further order, a director- 
ship and any office or offices with each of the following car- 
riers: 

Allentown Terminal Railroad Co., Bay Shore Connecting Railroad 
Co., The Dover & Rockaway Railroad Co., Easton & Western Railroad 
Co., The Lehigh & Hudson River Railway Co., Mount Hope Mineral 
Railroad Co., The New York & Long Branch Railroad Co., The Ogden 


Mine Railroad Co., Raritan River Railroad Co. and Wharton & Northern 
Railroad Co. 


In the application it was shown that these railroads were 
subsidiary or affiliated companies of The Central of New 
Jersey. The applicant stated that he owned no stocks or bonds 
in any railroad company or companies. 

_ Orders issued by the Commission in 1929 and 1932, in 
Finance No. 7479 and Sub. Nos. 1, 2 and 3, authorizing the 
applicant to hold positions of officer or director of more than 
one carrier, were revoked and the applications in those pro- 
Ta eee by division 4 under terms of the order in 

ub. No. 4. 


B. & O. TRUST CERTIFICATES 


In line with its proposed equipment purchase plan involv- 
ing the sale of $10,760,000 face amount of series “M” equip- 
ment trust certificates, the Baltimore & Ohio Railroad Co., 
in a supplemental application in Finance No. 14208, has 
asked the Commission for authority to assume obligation and 
liability as guarantor in respect of $4,000,000 of those certifi- 
cates, in addition to $3,500,000 as to which it had previously 
~~ authority as guarantor (see Traffic World, June 5, 
p. a . 2 
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Proposed Reports 





Control of “Exempt” Truck Line 


Denial of an application by the president and sole stock- 
holder of a truck line operating solely in one state under a 
certificate and also under exemption from the certificate re- 
quirements, for authority to acquire control of another truck 
line authorized to operate in more than one state has been rec- 
ommended by Examiner Irving J. Raley in a proposed report 
in MC F-2133, William J. O’Neill, Shaker Heights, O.—Control 
—Moore Northern Haulers, Inc., Watertown, N. Y. 

The examiner said that O’Neill was not a motor carrier 
put was president and sole stockholder of Niagara Motor Ex- 
press, Inc., of Syracuse, N. Y., which operated within the state 
of New York under a certificate and also under the exemption 
contained in the second proviso of section 206(a) of the act. 
O’Neill now owned 49 shares of the stock of Moore Northern 
Haulers, and now sought to acquire the balance of the stock of 
that truck line under an agreement with Arthur C. Moore, its 
president, the examiner said. He observed that Niagara Motor 
Express and Moore Northern Haulers did not interchange traf- 
fic, that it was alleged they did not compete with each other, 
and that O’Neill planned to keep two carriers separate after 
consummation of the proposed transaction. 

O’Neill contended at the hearing, said the examiner, that 
since he did not propose unification of the carrier properties it 
was unnecessary that Niagara be issued a certificate for con- 
tinuance of the operations it now conducted under the proviso 
of section 206(a). The examiner observed that in Baggett 
Transportation Co.—Purchase—Bishop, 36 M. C. C. 659, it was 
found necessary for a carrier, operating solely within a single 
state under the exemption of the proviso, to hold a certificate 
from the Commission if it was brought under common control 
with a carrier operating in more than one state. Since appli- 
cant in the instant case had refused to present evidence con- 
cerning the nature and scope of the past operations of Niagara, 
the examiner concluded, “it is impracticable to determine on 
the present record whether, and to what extent, a certificate 
of public convenience and necessity may properly be issued to 
it upon being brought under common control with Northern.” 





Clothing, Ocean-Rail to Va. 


An effort by shipping interests at Lynchburg, Va., to ob- 
tain relief from a rate situation under which carload shipments 
of clothing and like articles from New York City to Lynchburg 
via the ocean-rail route are rated first class, or $1.11 a hundred 
pounds, while such shipments to Lennig, Va., 48 miles beyond 
Lynchburg on the Norfolk & Western, are subject to a rate of 
80 cents a hundred pounds, would be without avail, were the 
Commission to adopt findings recommended by Examiner Al- 
fred G. Hagerty in a proposed report in No. 28964, Traffic 
Bureau-Lynchburg Chamber of Commerce et al. vs. Norfolk & 
Western et al. 

The examiner said that the complainants relied on an in- 
termediate rate-making rule contained in the tariff by which 
the 80-cent rate was established (Agent Miller’s tariff I. C. C. 
668), published by the Southern Freight Bureau in behalf of a 
group of carriers operating routes within southern territory 
extending south from the official-southern territory boundary 
and west from south Atlantic ports. He said all rates published 
in that tariff were for interterritorial transportation between 
official and southern territories, governed by the southern clas- 
sification. The $1.11 rate, he said, was specifically published 
and basically prescribed in the eastern class-rate revision and 
was contained in a tariff (Agent Hasker’s tariff I. C. C. 264) 
which, by its terms, was made subject to the official classifica- 
tion and exceptions thereto. He noted that, while Lynchburg 
was in official territory 34 miles north of the territorial boun- 
dary, Lennig was in southern territory 14 miles south of that 
boundary. 

Originally, he continued, the Lynchburg traffic bureau 
Sought an interpretation of the rate-making rule in question 
“for their future guidance.” Thus, he said, they called for 
“what would be tantamount to a declaratory judgment.” Later, 
one of the Lynchburg association members, in an amendment 
to the complaint, alleged that by reason of the facts stated 
trerein it and other Lynchburg shippers had been subjected to 
payment of rates, etc., that were in violation of section 6. En- 
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joinment against continuance of the alleged violations and rep- 
aration were sought in the amendment. 

The tariff establishing the 80-cent rate, said the examiner, 
contained a rule making applicable to intermediate points not 
named in it the class rate published in the tariff from or to the 
next more distant point. He observed that the rule had been 
amended with a provision that “the provisions of this item 
are not applicable from or to intermediate points from or to 
which class rates are published in other tariffs nor in connec- 
tion with joint motor-rail rates.” 

“Plainly,” said the examiner, ‘the quoted rule, even as it 
existed before the amendment, was addressed to and embraced 
rates for interterritorial transportation within the territorial 
scope of the tariff; that is, between official and southern terri- 
tory, governed only by the southern classification and excep- 
tions thereto; not rates for extraterritorial transportation which 
the publishing carriers had no authority to establish either by 
rate-making rule or otherwise.” 

He said that to accept the complainants’ interpretation 
would mean that the southern carriers were authorized to, and 
did, establish rates for transportation by other carriers in which 
they, the publishing carriers, did not participate. According to 
the evidence, he added, the official territory carriers did not 
concur in the establishment of a rate-making rule that would 
give effect to such consequences. 

“Reparation should be denied and the complaint dismissed 
upon the ground that the applicable rates were charged, and 
were not subject to or within reach of the intermediate rate- 
making rule upon which complainants rely,” he concluded. 


Motor Lease and Sale Question 


Holding that owners of motor certificates are not entitled 
to a profit from “the mere possession of a certificate granted 
for the benefit of the public,” Examiner Hobart C. Clough in 
a report in MC F-2162, East Texas Motor Freight Lines, Lease, 
A. E. McDonald Motor Freight Lines, has recommended that 
the Commission deny an application of the former, of Dallas, 
Tex., for authority to lease operating rights of the latter, of 
Waxahachie, Tex., for a period of five years at an aggregate 
rental of $18,000. 

The rights involved applied between Houston, Tex., on the 
one hand, and Fort Worth, Dallas, and San Antonio, Tex., on 
the other, covering 26 intermediate points. Under the lease 
agreement of March 29, 1943, it was provided that East Texas 
should have an option to purchase the rights at the end of the 
lease term for $17,000 cash. The rights are under temporary 
lease for a-period expiring Nov. 5, 1943, at a rental of $300 a 
month. 

The report said the routes of McDonald were comple- 
mentary to those of East Texas except for the short segment 
between Dallas and Fort Worth, and that the purchase woud 
enabled the latter to serve several distributing centers in 
Texas which it could not now serve. 

Following decision in A. E. McDonald Motor Freight Lines 
Common Carrier Application, 22 M. C. C. 559, denying McDon- 
ald’s application for operating authority under the “grand- 
father’ clause of section 206 (a) of the act, it suspended opera- 
tions on July 10, 1942, said the report. At that time McDonald 
owned and operated about 20 motor vehicles. In the period 
between suspension of McDonald’s operations and the issuance 
under section 207 of a certificate covering the rights involved, 
McDonald disposed of most of its equipment and its employes 
found employment elsewhere. When the certificate was issued, 
said the report, new equipment was not available and when 
the instant application was filed, McDonald’s equipment con- 
sisted of five trucks, only one of which was in first class 
mechanical repair. Although it was represented that McDonald 
had made an effort to resume service and had actually handled 
some traffic, the report added, it had not been able to conduct 
a substantial operation. 


As justification for the rental payment of $300 a month 
for the five-year term of the lease the parties submitted that 
East Texas would easily recoup the rental involved in savings 
realized in operating expenses, said the report. They repre- 
sented, it said, that based on a truck-mile cost of 15 cents, East 
Texas would be able to pay the rental out of savings on one 
trip a day from Houston to Dallas over McDonald’s “shorter 
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route.” Regardless of the expectations in that regard, the 
examiner said it was his opinion that approval of the trans- 
action would not be consistent with the public interest. He 
added: : 


It must be remembered that the certificate here involved was 
granted under section 207 and not under the ‘‘grandfather’’ clause of 
section 206(a), and that, admittedly, no substantial operations have 
been conducted by lessor pursuant thereto. It is apparent that the 
transaction does not involve transfer of an established business or good 
will, but merely lease of bare operating rights. A certificate of con- 
venience and necessity granted under section 207 conveys the privilege 
of operating as a common carrier between certain points. The privi- 
lege is one granted in the interest of an orderly and sound economic 
development of motor-vehicle transportation. Persons enjoying such a 
privilege may use it to build up a valuable property, possessed not only 
of physical assets but also of substantial going-concern value repre- 
senting the experience, the good will, and the collective competence 
developed by the operating organization. Individuals cannot create the 
privilege that the certificate conveys; they do not exercise that privilege 
without restriction; and they cannot transfer it except under terms im- 
posed by law. 

It would clearly be adverse to the public interest to allow a certifi- 
eate of convenience and necessity to be treated as if it were a specu- 
lative security, to be sold by the holder to the highest bidder. Com- 
, pare Carolina Freight Carriers Corp.—Purchase—Lovette, 37 M. C. C. 
791, 795; Adkins—Purchase—Star Transit, Inc., 38 M. C. C. 240, 243. 
The transfer of certificates at inflated or speculative prices would not 
foster sound economic conditions in the industry nor promote economi- 
eal and efficient service at reasonable charges. The evils of permitting 
a person, who obtains a certificate upon representations that he desires 
to institute an operation, to peddle such certificate among other car- 
riers, are readily apparent. It would encourage the filing of applica- 
tions by persons who have no intention of performing a bona fide 
service under the authority sought but hope to sell the certificate at a 
profit. Bona fide carriers would be burdened with the expense of con- 
testing such applications; and in those instances where the applicant 
was successful in securing a certificate and selling or leasing it, an 
exceptional right which had been created only to the end that the 
public interest might be better served would be used for the personal 
profit of the grantee without his having assumed any of the responsi- 
bilities incident to the certificate. A carrier purchasing or leasing a 
certificate certainly expects, and would attempt, to earn sufficient in- 
come from operations thereunder, through charges made to the public, 
to justify whatever payment is made therefor. Therefore, it is likely 
that the burden of such payment ultimately would be passed on to the 
public, either through application of higher rates or rendition of 
inferior service. 

In the instant case, if the transaction were approved and the option 
to purchase subsequently exercised, lessor would receive a total of 
$35,000 from the grant of a certificate to it. Owners of certificates who 
render service thereunder are entitled to a reasonable profit from their 
operations, and when they transfer a going business created and de- 
veloped by them under such certificates they are entitled to the reason- 
able commercial value of the enterprise resulting from what the owners 
have in fact contributed by their efforts. However, they are not 
entitled to a profit from the mere possession of a certificate granted 
for the benefit of the public. 

Where a transaction will result in an increase in total fixed charges, 
as here, section 5(2)(e) requires a specific finding by the Commission 
that such increase would not be contrary to the public interest. In the 
examiner’s opinion, such a finding is not justified in this case. If public 
convenience and necessity still require operations as authorized by the 
certificate, and lessor is unwilling or unable to perform the same, pre- 
sumably lessee itself would be to secure a certificate and institute 
the considered operations without burdening the same from their in- 
ception with the substantial fixed charge of $300 per month as proposed. 


C. & E. I. Trackage Rights 


Examiner R. Romero in a report in Finance No. 14175, 
Chicago & Eastern Illinois Railroad Co. Trackage Rights, em- 
bracing Finance No. 14260, Same, Construction, has recom- 
mended that the Commission, division 4, find that the terms 
and conditions of an agreement to acquire trackage rights by 
the C. & E. I. over approximately 3.74 miles of line of the 
Chicago, Terre Haute & Southeastern, maintained and operated 
by the trustees of the Milwaukee, in Sullivan county, Ind., 
do not satisfy the requirements of the act, and that the present 
and future public convenience and necessity do not require 
construction by the C. & E. I. of a connecting track, approxi- 
mately 400 feet in length, between applicant’s line and the 
line of the Terre Haute, in Sullivan county. Accordingly, he 
has proposed denial of the application. 

A line of the applicant, known as the Mildred branch, ex- 
tended from a main line connection at Standard to Peerless 
Mine, where it was proposed to construct the connection with 
the line of the Terre Haute, the respective tracks of the parties 
being in proximity at that point, said the report. The trackage 
rights, it said, would extend over the Terre Haute tracks, from 
the point of the proposed connection to a mine of the Glendora 
Coal Co., known as Baker-Glendora Mine No. 28, and would 
involve approximately 1.52 miles of main track and 2.22 miles of 
mine tracks. The mine, the report said, which was designated in 
the agreement as Mine A, was now being served by the Milwau- 
kee. It was proposed to effect the trackage acquisition in accord- 
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ance with the terms of an agreement dated March 4, 1943, entered 
into between the Terre Haute and the Milwaukee, on the one 
hand, and the applicant, on the other, subject to the Commis. 
sion’s approval of the application. 

The examiner said the agreement permitted the applicant 
to extend its freight service to the mine, not by the operation 
of its own trains, but through the medium of the Milwaukee 
and although it purported to grant trackage rights, the fact 
was that its very terms deprived the applicant of the right to 
operate. The terms and conditions of an agreement, such as 
this one did not appear to satisfy the requirements of the 
provision of section 5(2) of the act, said he, citing Chicago 
Milwaukee, St. Paul & Pacific Railroad Co. Trustees Operation, 
Finance No. 13622, decided Feb. 19, 1942. Under the circum. 
stances, said he, the application for authority to acquire track. 
age rights should be denied. As the track connection appli- 
cation was dependent on approval of the application for track. 
age rights, he added, the former should likewise be denied. 


WILLIAMS RIGHTS SALE 


In a report in MC F-2125, McClosky & Shaffer, Ine. 
Purchase, Sydney J. Williams, Examiner John S. Higgins has 
recommended that the Commission approve and authorize, 
subject to conditions, purchase by the former, of Indianapolis, 
Ind., of operating rights of the latter, doing business as Cham- 
pion Truck Lines, of Chicago, Ill. According to the report, the 
acquisition would enlarge the commodity of McClosky & Shaffer 
and extend its territory to points in Pennsylvania and West 
Virginia. The transaction, it concluded, would result in better 


balanced lading and more efficient and economical use of 
motor vehicles. 


Interlocking Truck Line Interests 


The practice of creating interlocking interests in various 
carriers appeared to be gaining favor among motor carriers 
and persons controlling them and this practice should be dis- 
couraged, said Examiner Hobart C. Clough in a proposed re- 
port in MC F-2166, William W. Brown et al.—Purchase— 
William W. Brown. The examiner recommended denial of an 
application by a partnership, composed largely of individuals 
financially interested in different truck lines, for authority to 
purchase the operating rights and property of William W. 
Brown, dba Saginaw Transfer Co., of Saginaw, Mich. 

The examiner said the partners were Brown (the trans- 
feror), William C. Blair, David C. Doyle, Carl H. Smith, and 
Rex Allen, the partnership doing business as Saginaw Trans- 


fer Co. The partnership as such was not a carrier, he ob- 
served. 


However, he continued, Doyle was a sole proprietor doing 
business as Doyle Freight Lines, with headquarters in Saginaw, 
operating as a motor common carrier of general commodities 
over many routes within Michigan, and he and his wife owned 
45 per cent and his daughter and son-in-law 5 per cent of the 
stock of The Vyn Co., of Grand Rapids, Mich., also a motor 
common carrier of general commodities in Michigan. Doyle 
and his wife also jointly owned 49 per cent of the stock of 
Blair Transit Co., of Saginaw, a motor common carrier of 
general commodities over routes in Michigan, the majority of 
whose stock was owned by William C. Blair, one of the appli- 
cants herein, said the examiner. He stated, further, that Blair, 
Doyle and Smith had financed in part the acquisition by Brown 
of operating rights and property of Sherman L. Rubert, dba 
Saginaw Transfer Co., and that Brown had taken over the 
operations with the understanding that the rights and proper- 
ties would be transferred to a new corporation that subse- 
quently became a partnership, instead, in which Blair, Doyle, 
Brown and Smith each would hold a 22% per cent interest, 
with Allen holding a 10 per cent interest. The examiner noted 
that under operation by Brown the gross revenues of the 
Saginaw Transfer Co. had grown from $3,000 a month to 
$18,000 a month. Continuing, he said, in part: 


In numerous cases under section 5 and former section 213, the 
Commission has withheld authority where the result of approval would 
be the creation, preservation or extension of duplicate operations by 
separate motor carriers under common control, which operations ex- 
cept for the fact of common control, would be competitive. . . . Brown, 
Doyle and Transit Company are authorized to render duplicate services 
in some respects. ... 

Both Doyle and Blair would unquestionably participate in the 
control and management of the partnership. . . . The examiner is of the 
opinion that they would have the power to dominate the affairs of the 
partnership. . . . The fact that the operations of these carriers may not 
be, at present, substantially competitive, is not controlling. .. . 


Examiner Clough said the practice of creating interlocking 
interests was contrary to the Commission’s policy of encour- 
aging corporate simplification, created divided responsibility, 


and was 
riers an 
“witl 
ier, a 
oe stock 
Th Vyn | 
the Vyn 
wives, W! 
Storage § 
tor carr 


stant tra 
pe furth 






a ee ee ee OO le 





August 28, 1948 


and was not conducive to healthy competition bewteen car- 
riers and rendition of efficient service. 

“With respect to the interests here involved: Doyle is a 
carrier, and, with members of his family, owns 49 per cent of 
the stock of Transit Company and 50 per cent of the stock of 
Th Vyn Company,” said he. “The remainder of the stock of 
The Vyn Company is owned by two individuals and their 
wives, who control Michigan Messengers, Inc., and Columbia 
Storage & Transfer Co., both of Grand Rapids, which are mo- 
tor carriers of property. . . . Blair, another of the applicants, 
owns 51 per cent of the stock of Transit Company. If the in- 
stant transaction were approved, the situation described would 
be further complicated.” 


Question of Bus Line Control 


An investigation should be instituted by the Commission 
to ascertain whether the present control and management exer- 
cised by The Greyhound Corporation through Pacific Grey- 
hound Lines, of San Francisco, Calif., of Dollar Lines, also 
of San Francisco, was lawful within the meaning of section 5(4) 
of the act, and to bring to an end any violation of that para- 
graph found to exist, said Examiner Irving J. Raley in a 
proposed report in MC F-1807, Dollar Lines—Purchase— 
United Stages System, Inc., embracing MC F-1808, Pacific 
Greyhound Lines—Control—Dollar Lines. 

The examiner recommended dismissal of the applications 
because, in his opinion, there was some doubt as to whether 
acquisition of control of Dollar Lines by Pacific Greyhound 
had been effected lawfully. He said that if control of Dollar 
Lines by Pacific Greyhound was unlawfully acquired, it could 
not lawfully and should not be authorized to extend the oper- 
ations of that subsidiary by purchase. The matter of legality 
under section 5(4) of the unification of the properties of Dollar 
Lines and United Stages should also be brought within the 
scope of the investigation recommended elsewhere in the re- 
port, he said. 

According to the examiner, the transaction proposed in 
MC F-1807 was the purchase by Dollar Lines of the operating 
rights of United Stages for $6,960. He said that in MC F-1808 
Pacific Greyhound Lines, holder of 40 per cent of the stock 
of Dollar Lines, sought authority to acquire control of the 
latter through purchase of the remaining 60 per cent of the 
stock. He added that 60.95 per cent of the stock of Pacific 
Greyhound was owned by The Greyhound Corporation and 
39.05 per cent by Southern Pacific Co. 

Applicants represented, he said, that Pacific Greyhound 
and Standard Oil Co. of California had purchased, respectively, 
in August and September, 1935, 40 and 60 per cent of the 
stock of Dollar Lines, and that thereafter Pacific Greyhound 
had exercised exclusive control and management of Dollar’s 
properties with the consent of Standard Oil. In MC F-1808 
Pacific Greyhound now was seeking authority to purchase the 
stock owned by Standard Oil of California, said the examiner. 


“Pacific Greyhound contends,” he continued, “that it al- 
ready controls and manages Dollar, that such control and 
management were secured prior to the effective date of former 
section 213, motor carrier act, 1935, and that, having thus been 
lawfully acquired it is still lawful. It argues that, as it already 
has lawful control of Dollar, the instant proposed purchase of 
the remaining 60 per cent . . . is essentially a matter of form 
rather than substance. . . . Whether or not the interest here 
held by the railroad in Dollar through Pacific Greyhound was 
acquired prior to the effective date of former section 213 can- 
not be ascertained from facts in this record. ...Itis... 
unnecessary to determine the question of affiliation, as the 
application in MC F-1808 should not be approved on the present 
record because of lack of evidence... . 

“Applicants in No. MC F-1807 admit that the purchase 
from United has been consummated, but contend that less than 
20 motor vehicles were involved . . . on the date of consumma- 
tion, which caused the exemption in former section 213(e) to be 
applicable and the transaction to be lawful. . . . Applicant’s 
interpretation was and is plainly incorrect . .. as it would 
have substantially nullified the purpose of the legislation in 
granting this Commission regulatory authority over control 
transactions of any considerbale size, by making it lawful for 
large motor carriers . . . to acquire control of other motor car- 
Tiers through the simple device of using a separate small cor- 
poration. ... 

_ “Neither of these applications may lawfully be approved 
in the absence of an ee application by each of the 
corporate persons in control or having the power to control 


directly or indirectly the respective present acquiring parties 
applicant.” 





Proposed Reports 
Leather 
I. and S. M-2203, Leather, Sault Ste. Marie to Chicago and 


Milwaukee. By iner D. C. Dillon. Proposed increased 
motor commodity rate of 76 cents on leather, any-quantity, 
from Sault Ste. Marie, Mich., to Chicago, Ill., and Milwaukee, 
Wis., just and reasonable. Order suspending until Sept. 18, 
on protest of the O. P. A., schedules filed to become effective 
Feb. 18, proposed to be vacated and proceeding discontinued. 
The report said the present 45-cent rate was less than rea- 
sonable when measured by any approved standard and the 
suspended rate was not in excess of any basis which the 
Commission had recognized as minimum reasonable for appli- 
cation on less-truckload shipments of leather. 


Fertilizer Materials 


I. and S. M-2217, Fertilizer, N. J., to Long Island, N. Y. 
Points. By Examiner Carmine Garofalo. Proposed increased 
motor common carrier rates on fertilizer materials from 
Carteret and South Kearny, N. J., to points in Nassau and 
Suffolk counties, N. Y., not shown to be just and reasonable. 
Schedules filed to become effective March 15 and suspended 
until Oct. 15 on protest of the Price Administrator and the 
Director of Economic Stabilization proposed to be ordered 
canceled and the proceeding discontinued. 


Moior Proposed Reports 


(Recommended orders in proposed motor revorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Minnesota (St. Cloud)—-MC 95876, Sub. 2, W. M. Ding- 
mann, extension. Certificate proposed. Specified commodities 
in Minn., S. D., Wis., Ind., Mich., O., N. Y., and Pa. 

Pennsylvania (Bala-Cynwyd)—-MC 93869, Aaero Trans- 
portation Co., Inc., common carrier. On further hearing, denial 
of certificate proposed. General commodities between points 
in Del., Md., N. Y., N. Y¥., N. C., Pa., Va., and D. C. 

New York (New York)—MC 66562, Sub. 511, Railway 
Express Agency, Inc., extension. Denial of certificate proposed. 
General commodities, between Hillsdale, Mich., and Fort Wayne, 
Ind., via Reading and Montgomery, Mich., and Ray, Fremont, 
Angola, and Auburn, Ind., serving Hillsdale, Reading and 
Montgomery, Mich., and Ray, Fremont, Angola, Pleasant Lake, 
Waterloo, Auburn and Fort Wayne, Ind. 

New Jersey (Atlantic City)—Albert W. Casperaites, ex- 
tension. Denial of certificate proposed. Livestock, dairy 
products, poultry, and commodities requiring temperature con- 
trol or special equipment between Philadelphia, Pa., and At- 
lantic City, N. J., over U. S. highway 30, serving all inter- 
mediate points and specified off-route points in N. J. 

New York (New York)—MC 104004, Sub. 59, Associated 
Transport, Inc., extension. Certificate proposed. General 
commodities, with exceptions, between junction U. S. high- 
way 23 and North Carolina highway 36, and junction U. S. 
highway 23 and Tennessee highway 81, over a specified route, 
for operating convenience only. 

Nebraska (Unadilla)—-MC 89595, Sub. 2, William Holscher, 
extension. Certificate proposed. Livestock, between Unadilla, 
and points within 15 miles thereof, on the one hand, and, 
on the other, St. Joseph, Mo., traversing Kansas and Iowa, 
over irregular routes. 

Maryland (Cambridge)—-MC 74313, William Rose, com- 
mon carrier. Denial of certificate or permit proposed. Con- 
tinuance in operation, general commodities, between points in 
Me., N. H., Mass., Conn., R. L, N. Y., N. J., Pa., Md., Del., 
Va., W. Va., N. C., S. C., Ga., Fla., and D. C. 

Michigan (Sturgis)—-MC 60082, Sub. 2, Edward C. Eichler 
and Pearl E. Eichler, extension. Denial of certificate pro- 
posed. Household goods, between points in St. Joseph county, 
Mich., on the one hand, and, on the other, points in II1., Ind., and 


Ohio. 

illinois (Maywood)—-MC 52455, Sub. 8, Nowak Trucking 
Co., extension. Permit proposed. Merchandise, such as is 
dealt in by wholesale, retail and chain grocery and food busi- 
ness houses, and, in connection therewith, equipment, materials, 
and supplies, used in the conduct of such business, under indi- 
vidual contracts or agreements with persons who operate such 
business houses, between points in Ill., Ind., and Mich.; beans, 
in bags, from points in Mich. to Carbondale, Cairo, West 
Frankfort, Chicago, and Peoria, Ill., Indianapolis, Terre Haute, 
Fort Wayne, Richmond, and Evansville, Ind.; soap, soap powder, 
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and related articles, and toilet goods, from Jeffersonville, Ind., 
to points in Ill. and Mich., over irregular routes. 

Kansas (Washington)—-MC 104421, Alfred Leon Johnson, 
common carrier. Certificate proposed. Livestock between 
Washington, Kan., and points within 15 miles thereof, on the 
one hand, and, on the other, Kansas City, Kan., St. Joseph 
and South St. Joseph, Mo., and Fairbury, Omaha and Grand 
Island, Neb.; feed and grain between Washington, Kan., and 
points within 15 miles thereof, on the one hand, and, on the 
other, St. Joseph and South St. Joseph, Mo., and Fairbury, 
Omaha and Grand Island, and livestock feed from Kansas 
City, Mo., and St. Joseph, Mo., to Washington, Kan., and points 
within 15 miles thereof, over irregular routes. 

Kansas (Redfield)--MC 104415, Verne F. Roger, common 
carrier. Certificate proposed. Livestock between Fort Scott 
and Kan. points within 11 miles thereof, on the one hand, and, 
on the other, Kansas City, Mo., and Kansas City, Kan.; feed 
from Kansas City, Mo.-Kan., to Fort Scott and Kan. points 
within 11 miles thereof, and farm machinery and parts, agricul- 
tural implements and parts, binder twine and building ma- 
terials from Kansas City, Mo., to points in Kan. within 11 miles 
of Fort Scott, except Fort Scott. 

Kansas (Belleville)—-MC 104310, Harold Richardson, com- 
mon carrier. Permit in tng on recommended finding that 
applicant’s operation would be that of contract carrier. Salt 
from Lyons, Kan., to points in Neb. over irregular routes. 


Pennsylvania (Pennsburg)—MC 88947, Sub. 2, Henry Hed- 
rick Mest, extension. Permit proposed. Malt beverages and 
empty containers, between Reading, Pa., on the one hand, and 


points in N. Y., N. J., Del., Md., Va., W. Va., and D. C., on the 
other. 


California (San Francisco)—-MC 78786, Sub. 131, Pacific 
Motor Trucking Co., extension. Certificate proposed, subject to 
conditions. General commodities to and from Fort Bliss, Tex., 
and Planeport, Tex., as off-route points in connection with ap- 
plicant’s present regular route service between El Paso, Tex., 
and Glenbar, Ariz. A condition imposed is that the service be 
limited to that which is auxiliary to or supplemental of rail 
service of the Southern Pacific Co. 

Kentucky (Pikesville)—-MC 52947, Sub. 7, Pinson Transfer 
Co., Inc., extension. Certificate proposed. General commodities, 
with exceptions, between specified points in Ky., and W. Va. 

lowa (Des Moines)—MC 7777, Sub. 8, Jack Rosenstein, ex- 
tension. Permit recommended. Toilet preparations and barber 
supplies between Des Moines, Ia., on the one hand, and Houston 
and Dallas, Tex., on the other, traversing Mo., Ark., and Okla., 
for operating convenience only; and empty containers for the 
named commodities and rejected shipments on return move- 
ments. 

Maryland (Federalsburg)—-MC 75185, Sub. 9, Service 
Trucking Co., Inc., extension. Certificate proposed. Specified 
commodities between specified points and described areas on 
the Del-Mar-Va Peninsula and designated points and described 
territories in N. Y., ‘N: J., Del., Pa., and Md. 











Paper Articles Protest 


The Chamber of Commerce of Kansas City, Mo., Minne- 
apolis Traffic Association, of Minneapolis, Minn., and Topeka 
Chamber of Commerce and Topeka Traffic Association have 
asked the Commission to suspend item 45, in supplement 19 
to L. E. Kipp’s tariff I. C. C. A-3432, effective Sept. 1. Illus- 
trative of the protests is that of the Kansas City group, which 
says that the item protested, an exception to rule 10 of the 
Western Classification, provides that mixed carloads of paper 
and paper articles may move at the rate applicable to the par- 
ticular article or commodities contained in the car. 

The present rule, it says, provides that mixed carloads 
shall move at the rate applicable to the highest-rated article 
or commodity contained in the car. However, it says, the pro- 
posed rule will not be applicable on traffic from Kansas City 
for the reason that the tariff does not carry rates on paper, 
etc., from Kansas City to points in Kansas, Nebraska, Colo- 
rado, Wyoming, South Dakota, and North Dakota, but only 
named rates from Kansas City to a few points in Iowa and 
Missouri located along the Mississippi River. The commodi- 
ties covered by the tariff are divided into groups A, B, and C, 
as per item 230 of the tariff it says. Lower grade paper 
articles, such as newsprint, blank wall paper, etc., it says, 
classified in group A, are excepted from the mixture rule. 

The articles under groups B and C, it says, under the 
proposed rule, would be assessed on the basis of 58 cents on 
the 20,000 pounds of group B commodities and 70 cents on the 
20,000 pounds of group C commodities, resulting in a reduc- 
tion in charges of $24 a car from Green Bay, Wis., to Hutchin- 
son, Kans., the present rate on these two groups being 70 
cents. This, the protest says, will allow manufacturers of 
paper and pulpboard boxes located at Chicago, St. Louis, Mil- 
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waukee, and points in Wisconsin and other points in the ter. 
ritory covered by the tariff, ‘to come into this territory with 
paper boxes in less carload lots when shipped in mixed cars 
and obtain the privilege of moving such quantities on the car. 
load basis.” This, it says, will work to the detriment of mManu- 
facturers of paper boxes at Kansas City. The same result will 
be effected to the detriment and injury of wholesalers and 
distributors of paper articles located at Kansas City, who buy 
those articles in carload lots and distribute them from Kansas 
City in less carload lots throughout the territory, the protest 
says. 

Similarly, the Minneapolis group said that if the modified 
Rule 10 was permitted to become effective it would result in 
undue preference to manufacturers and shippers in the States 
where paper and paper articles were manufactured, and undue 
prejudice of the members of the traffic association. 

The Topeka group also alleges that the modified rule will 
be unduly prejudicial to Topeka and its interests, and adds 
that there is now pending before the Commission a complaint 
in which the reasonableness of the mixed carload rule as now 
published in Consolidated Freight Classification No. 15, RR @ 
Fyfe’s I. C. C. No. 28 is attacked, in No. 28989, Illinois Terri- 
tory Industrial Traffic League vs. Union Pacific Railroad Co 
et al. No change in mixed carload rules should be permitted 
pending decision in this proceeding, it says. 





Bangor & Aroostook Financing 


Authority to amend or revise a collateral trust indenture 
dated as of Jan. 1, 1943, and executed between the applicant 
and the Guaranty Trust Co. of New York, so as to permit the 
applicant to purchase and cancel $600,000 of its consolidated 
bonds in 1943 and $200,000 of such bonds in the years 1944. 
1950, and to enable the applicant to apply earnings in pros- 
perous years toward debt retirement, thus easing the burden 
in later years when earnings might be less favorable, is sought 
by the Bangor & Aroostook Railroad Co. in supplemental ap- 
plications in Finance No. 13859, Bangor & Aroostook Railroad 
Co. Securities, and Finance No. 13934, Bangor & Ardostook 
Railroad Co. Reconstruction Financing. 

Present provisions of section 10 of article 5 of the col- 
lateral trust indenture require, according to the applicant, that 
$100,000 be set aside in each year, separately, from 1943 
through 1950. It says that thereby it is prevented from antici- 


pating in prosperous years the requirements of later years when * 


earnings may be less favorable. 

“If the collateral trust indenture is changed, revised or 
amended as by this application proposed,” says the applicant, 
“and due action is taken thereunder, the funded debt of the 
applicant (excluding equipment trust certificates of $1,075,0U0 
and Aroostook Northern bonds of $63,000) will consist solely 
of its consolidated refunding mortgage 4 per cent bonds and its 
collateral trust 4 per cent bonds (secured by $8,000,000 prin- 
cipal amount of said consolidated bonds). The maturity date 
of all securities constituting said funded debt is July 1, 1951, 
and it is in the interest of the general public, the holders or 
owners of both issues of said securities, and the applicant, 
that the funded debt as a whole be reduced in the greatest 
possible amount prior to July 1, 1951; your applicant believes 
that such debt reduction will be expedited if the proposed 
supplemental indenture is executed and delivered and thereby 
applicant’s annual fixed charges will be decreased.” 

The supplemental applications show that the applicant, 
acting under authority from the Commission, has sold to 
the Reconstruction Finance Corporation $4,000,000 of the 
collateral trust 4 per cent bonds and has deposited and pledged 
with the Guaranty Trust Co. of New York as trustee $8,000,000 
of its consolidated bonds as collateral security for the col- 
lateral trust 4 per cent bonds. Applicant says it has also 
pledged with the trustee an additional $177,000 of consolidated 
bonds. Under the supplemental indenture, applicant would 
purchase the latter amount of consolidated bonds from the 
trustee. 

“In the event the market price of the consolidated bonds 
increases sufficiently,” the applicant says, “it well may be 
possible for applicant, with consent of the Commission, to 
cause pledged consolidated bonds to be sold and collateral 
trust 4 per cent bonds redeemed or paid off; in such event 
the applicant is fairly entitled to have returned to it a proper 
part of the remaining collateral, but always subject to the 
requirement that the principal amount of pledged consolidated 
bonds shall be, at all times, twice the principal amount of 
outstanding collateral trust 4 per cent bonds.” 


0. P. A. AUTO PART PRICES 
The Office of Price Administration has issued its maximum 
price regulation 452, manufacturers’ maximum prices for auto- 
motive parts, and maximum price regulation 453, wholesalers’ 
and retailers’ maximum prices for automotive parts, effective 


Sept. 2. 
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Suspended Tariffs 


(Designation of a toriff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2285, the Commission has suspended from 
Aug. 26 until March 26 the operation of certain schedules pub- 
lished in tariff MF-I. C. C. No. 1 of Rhode Island Truck Owners 
Association, Inc., Agent, Providence, R. I., and in various indi- 
yidual carriers’ tariffs. The suspended schedules propose to 
establish new, increased and reduced rates on anthracite and 
bituminous coal and on coke, between points in Rhode Island, 
Connecticut and Massachusetts. 

In I. and S. No. 5251, the Commission has suspended from 
August 25 until March 25 the operation of certain schedules as 
published in supplement No. 11 to joint tariff, Agents W. S. 
Curlett’s I. C. C. No. A-697 and I. N. Doe’s I. C. C. No. 421. 
The suspended schedules propose to restrict the export class 
rates from eastern trunk line and New England points to Port 
Everglades, Fla., so as to apply only on traffic to Cuba. 

In I. and S. M-2284, the Commission has suspended from 
August 24, until March 24 the operation of certain schedules 
published in supplement No. 3 to tariff MF-I. C. C. No. 1 
(Northwest Fuel and Transfer Company series) of Cornelius 
Cole, doing business as Cole Construction Co., Spearfish, S. D. 
The suspended schedules propose to increase from 3 to 3.5 cents 
a ton mile, a commodity rate on bentonite in lots of 5 or more 
tons, from points in Montana and Wyoming to points in South 
Dakota. 


‘jtrus Fruit, Fla. to Southeast 


Opposition to a proposal by Florida railroads and other 
southern railroads to readjust rates on citrus fruits transported 
in ventilated box cars, which rates are under suspension in 
L and S. No. 5223, Citrus Fruit, Florida to Southeast, has been 
expressed in briefs filed on behalf of Price Administrator 
Brown, the War Department, the Department of Agriculture 
and the War Food Administration, and the Growers and Ship- 
pers League of Florida and Florida Citrus Commission. _ 

The respondent carriers also have filed a brief, urging 
vacation of the suspension order. 

In the protestants’ briefs it was stated that by a supple- 
mentary order in I. and S. 4786, Package Rates on Citrus Fruit 
(251 I. C. C. 691) the Commission, on Feb. 1, 1943, required 
the railroads to establish, on or before April 23, carload rates 
in a cents a hundred pounds on citrus fruit packed in all differ- 
ent types of authorized containers, in ventilated box cars from 
points in Florida to southern destinations. The rates proposed 
by the respondents, said the protestants, would increase the 
charges on oranges regardless of the container in which they 
were packed and would increase the charges on grapefruit in 
all packages except the wirebound crate (bruce box) or the 
one-eighth box bag. 

The Florida citrus growers in their brief said that the 
increases proposed on oranges ranged from 2 cents to 6 cents 
a hundred pounds on shipments from Lake Wales, Fla., to 
Atlanta, Ga., and that the increases in some instances amounted 
to as much as $40 a car. 

Respondent railroads contended, in their brief, that the 
rates under suspension in no instances exceeded, and in most 
cases were considerably below the citrus fruit rate level pre- 
scribed in I. and S. 4786, and said that “the very fact that this 
entire adjustment of citrus fruit rates from Florida to southern 
destinations is highly competitive, having been established by 
the rail lines for the immediate purpose of meeting the strong 
competition of motor trucks, should suffice to indicate the low 
level of the rates here under suspension. They said no unlaw- 
fulness of the suspended rates had been shown. Had the rates 
been in effect on shipments moved in the 1942-43 season, they 
averred, the revenue increases would have aggregated only 
$76,216.95, but if the maximum basis prescribed in I. and S. 
4786 had been in effect, the revenue boost would have totaled 
$138,004.93, they added. 

They said that a contention of the Growers & Shippers 
League, that a lessening of the differential between ventilated 
box car and refrigerator car rates on citrus fruit would de- 
Stroy the incentive of shippers to use the box cars, amounted 
to “nothing more than an expression of opinion to the effect 
that the railroads have made a mistake.” 

Protestants were generally in agreement, in their briefs, 
on the contentions that the present revenues of the carriers 
from the considered traffic were not unreasonably low, that 
the maximum rates the Commission had prescribed applied to 
refrigerator cars and not ventilated box cars, that the cost and 


value of the service in box cars was less than that in refrig- 
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erator cars and that, therefore, the rates in ventilated box cars 
should be on a lower basis. The War Department contended, 
in its brief, that “the rates applicable on oranges in bruce 


boxes appears to be the proper basis to preserve substantially 
the present revenue.” 


0.P.A.Commercial Motor Committee 


Eighteen executives of firms engaged in the manufacture 
of trucks, busses and trailers have been appointed by the Office 
of Price Administration to serve on its industry advisory com- 
ree 2 for the commercial motor vehicles manufacturing in- 

ustry. 

The committee, which will advise O. P. A. on the indus- 
try’s pricing problems under existing regulations and proposed 
price measures, is composed of twelve representatives of truck 
— three trailer manufacturers and three bus pro- 

ucers. 

Ceilings on commercial motor vehicles are established un- 
der supplementary regulation 14 of general maximum price 
regulation, and the committee will cooperate with O. P. A. in 
the study of amendments to that measure. The limited produc- 
tion of heavy duty trucks and trailers, recently authorized by 
War Production Board, will be priced under maximum price 
regulation 136 (machines and parts & machinery services) and 
may involve pricing problems now being studied by O. P. A.’s 
machinery branch. Those appointed include: : 


Truck manufacturers.—H. Morton Coale, vice-president, sales man- 
ager, The Auto Car Co., Ardmore, Pa.; Henry E. Hund, president, Reo 
Motors, Inc.,. Lansing, Mich.; William E. Fish, commercial car man- 
ager, Chevrolet Motor Division, General Motors Corporation, Detroit, 
Mich.; Leslis- V. Brown, manager truck division, Ford Motor Co., 
Dearborn, Mich.; George Pratt, director of sales, Hudson Motor Car 
Co., Detroit, Mich.; Robert W. Dibble, manager of domestic truck 
sales, International Harvester Co., Chicago, Ill.; Albert C. Fetzer, vice- 
president, Mack Manufacturing Co., Long Island City, New York: 
Earl J. Bush, vice-president, Diamond T Motor Co., Chicago, IIl.; 
George H. Strock, commercial car division, Dodge Division, Chrysler 
Corporation, Detroit, Mich.; Carl Loud, sales manager, Federal Motor 
Truck Co., Detroit, Mich.; Richard G. Hudson, manager, commercial 
car division, Studebaker Corporation, South Bend, Ind., and George 
Harold Bell, director of sales, Willys-Overland Motors, Inc., Toledo, O. 

Trailer manufacturers.—A. Kenneth Tice, general sales manager, 
Fruehauf Trailer Co., Detroit, Mich.; Elbert J. Lucas, sales manager, 
Kingham Trailer Co., Louisville, Ky., and Marshall N. Terry, vice- 
president, sales manager, Trailer Co. of America, Cincinnati, O. 

Bus manufacturers.—Joseph P. Little, vice-president, sales director, 
Yellow Truck & Coach Division, Pontiac, Mich.; Yale R. Shively, presi- 
dent, Wayne Works, Richmond, Ind., and John N. Bauman, vice-presi- 
dent, sales manager, White Motor Co., Cleveland, O. 


oO. P. A. TRUCK RATE ORDERS 


Ernest C. Hendrix, Inc., of Aberdeen, Md., has obtained 
authorization from the Office of Price Administration to sell 
and deliver motor contract carrier services at rates not to ex- 
ceed those set forth in an exhibit attached to the carrier’s 
application, effective Aug. 24. 

Under terms of another O. P. A. order, the Millis Trans- 
portation Co., Inc., of Millis, Mass., is authorized to sell and 
deliver motor contract carrier services to the Ruberoid Co. at 
prices not to exceed 6 per cent above the maximum prices 
established for the same services in March, 1942. The author- 
ization was made effective Aug. 24. 

The O. P. A. has granted authority to Petroleum Trans- 
port, Inc., of Lancaster, Pa., to sell and deliver motor contract 
carrier services to the Independent Oil Co., Inc., of Altoona, 
Pa., and the Socony-Vacuum Oil Co., of New York City, N. Y., 
at rates set forth in an exhibit annexed to its application for 
adjustment. The O. P. A. made its authorization effective 
retroactively to June 25 as to the Independent Oil Co., Inc., and 
retroactively to July 15 as to the Socony-Vacuum Oil Co., Inc. 


IRON OR STEEL FOR EXPORT 


The Office of Price Administration, in its own behalf, and 
in behalf of the Director of Economic Stabilization, has asked 
the Commission to deny the petition of respondent transconti- 
nental railroads for reopening for further consideration and 
oral argument in I. and S. No. 5136, Iron or Steel to Pacific 
Coast for Export, involving rates on iron and steel articles 
from eastern, southern, and western origins to Pacific coast 
ports, for export, submitting that the respondents had not 
shown that the decision of division 3 was erroneous in law 
nor contrary to the evidence of record. Request for denial 
was made in reply to respondents’ petition (see Traffic World, 
Aug. 14, p. 374). 

The exemption by Congress of the rates and charges of 
common carriers from the maximum price provisions of the 
first and second price control acts undoubtedly resulted from 
the firm belief that control of such rates and charges in this emer- 
gency period would be exercised by the appropriate regulatory 
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If we are to win the war, and win it soon, then war, by the very nature 


of things, must come first all along the line. Warehousing is no excep- 


tion. In fact, warehousing plays an intimate part in the workings of war. 

This is not an Indian war, fought in our own Missouri. It is a global war, 
fought all over the map. This means the movement of goods, from the United 
States to everywhere. Efficient warehouses are needed to store every manner 


of goods, from a few days to a few years, so that their flow, like a great 


tidal river, is assured. 


Tidewater Terminals are not only doing a job, as warehouses, but 






Do You Know 
the ‘Tidewater Method” ? 


For many manufacturers, distribu- 
tors, and processors who must meet 
today’s brand of storage-problems 
and financing, the Tidewater Method 
of Field Warehousing is a workable, 
likeable plan. Tidewater goes to you, 
wherever you are, gives you ware- 
house-receipts which become collat- 
eral at the local bank. This holds for 
inventories of either raw material or 
finished goods. Saves you shipping, 
storing, or handling and, of course, 
the accompanying costs. Let us tell 
you all about it. 


Tidewater Field 


Warehouses, Inc. 


17 State Street, New York, N. Y. 
Joseph E. Lowe, Vice-President 
A unit of the Chain of Tidewater 
Terminals and Inland Warehouses 























Tidewater executives have been commandeered 
by Uncle Sam to work directly for him, be- 
cause of their expert knowledge of this vital 


work in the movement of goods. The service 





of Tidewater Terminals will be all the better 





some day for having had this augmented and 






naturally high-pressure experience with war 





and its demands on warehousing. 
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The Chain of Tidewater Terminals 
and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia, Pa. 
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bodies in full consonance with the objectives of the price 
control acts, and that the carriers subject to the jurisdiction 
of those bodies would, for their part, cooperate in the main- 
tenance of existing rate levels, wherever not inconsistent with 
the war effort, said the reply. Certainly, it added, it was not 
anticipated by Congress that merely because of the statutory 
exemption of their rates from rigid control, the carriers would 
seek to increase their rates wherever commercially feasible 
(due to lessened competition, for example), regardless of their 
needs for additional revenues. 

“Respondents’ attempt to secure a reversal of division 3’s 
decision in this matter in the face of admitted absence of 
revenue need and in view of the obvious adverse effect of 
the proposed adjustment upon the shipping public and the 
national wartime economy is startling,” said the reply. 
“It indicates a refusal on the part of respondents to cooperate 
with the Congress, the President, and your Commission, and 
a total disregard of their wartime obligations as representa- 
tives of an important segment of American industry.” 


PACIFIC COAST EXPORT RATES 


The statement in the Traffic World, Aug. 21, p. 422, indicat- 
ing that the prehearing conference assigned for Aug. 30 in No. 
29006, Export Rates to Pacific Coast, was a substitute for the 
hearing in that case assigned for Sept. 15, was incorrect. No 
change has been made in the assignment of the regular hearing 
for Sept. 15. 


VA.-D. C. BUS FARES INQUIRY 

The Secretary of War and the Secretary of the Navy 
jointly have filed a petition with the Commission in No. 28991, 
Passenger Fares Between District of Columbia and Nearby 
Virginia, asking for review by the full Commission of a ruling 
made by Commissioner Patterson at a hearing in this proceed- 
ing Aug. 25, excluding evidence offered by the petitioners con- 
cerning the income, earnings, property and other financial data 
concerning the respondents, including particularly certain fed- 
eral income tax returns of the Capital Transit Co., of Wash- 
ington. 

The petitioners noted that the Commission had instituted 
this investigation into the “reasonableness and lawfulness 
otherwise” of the fares of the respondents for the interstate 
transportation of passengers between all points in the District 
of Columbia on the one hand, and, on the other the War De- 
partment’s Pentagon building, the Arlington annex of the Navy 
Department, the army air force annex, the Washington Na- 
tional Airport and other points on the Virginia side of the 
Potomac River. The petitioners asserted that ‘‘when, as here, 
the Commission is inquiring into the reasonableness of par- 
ticular rates, there is nothing which prevents the Commission 
from considering the total earnings of the carriers involved.” 
They said that apparently Commissioner Patterson’s ruling was 
based on the theory that the proceeding should be limited to 
an inquiry into the fares of the particular bus routes serving 
the four military installations here involved, on the Virginia 
side of the Potomac. 





Tim Cans from the South 


Railroads, parties to fourth section applications Nos. 20268 
and 20429, through their agent, Roy Pope, have asked the 
Commission, in application No. 20475, for permission to con- 
tinue, for the duration of the present emergency and for six 
months thereafter, rates temporarily authorized on cans, tin, 
old or used, having value for detinning purposes only, in car- 
loads, minimum 33,600 pounds, from origins in Alabama, 
Florida, Georgia, Mississippi and Tennessee to Chicago, IIl., 
East Chicago, Ind., Cleveland, O., Bessemer, McKees Rocks, 
Neville Island, Pittsburgh, and Pittsburgh (West End), Pa. 
The temporary rates were authorized in fourth section order 
No. 14893, entered March 18, 1943, in response to fourth sec- 
tion application No. 20268. 

The carriers also have asked for fourth section relief for 
the same emergency period to establish and maintain rates 
on like traffic from Dublin, Moody Field, Moultrie, Arles and 
East Point, Ga., to destinations in official territory, outlined 
in fourth section application No. 20429. 

The rates, according to the application, are to apply only 
to points in official territory at which detinning plants are 
locatgd. Due to the unusually low level of the proposed rates, 
it said, departures would occur at intermediate points on direct 
as well as indirect routes. The applicants pointed out that 
the relief sought in applications Nos. 20268 and 20429 was 
to enable prompt establishment of adjustments in view of the 
emergency situation confronting the nation with respect to 
the diminishing supply of tin, as well as other scrap metals, 
and said the proposed adjustments represented a cooperative 
effort on their part to relieve this situation in the present 
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emergency and did not necessarily reflect the views of 
carriers as to the proper level of rates to be applied to 
involved traffic under normal conditions. The rates involyg 
in application No. 20268, said the instant application, we 
the result of conference between carrier representatives and 
representatives of the Office of Defense Transportation and 
one of the principal detinning companies, and were mutually 
acceptable, and it was thought that the relative rates Proposed 
in application No. 20429 were equally satisfactory. Such rates 
were arbitrarily arrived at and little might be said regargj 
the basis therefor, said the application. However, it wa 
submitted that due consideration was given to the value of the 
commodity involved and to the expense necessarily incurna 
in the collection thereof. 

As grounds for the continuing relief, the carriers ggiq 
they respectfully submitted that the present situation wit, 
respect to the collection and movement of old tin cans fg 
the purpose stated would probably continue indefinitely ang 
would no doubt become more serious. 

The proposed publication without specific routing or royt. 
ing restrictions and without affecting intermediate points woul 
enable the carriers to effect prompt establishment of the rates 
“so urgently needed,” said the application. However, despite 
the lack of routing restrictions, it said, shippers and receivers 
would be urged to route the traffic via the most direct route 
available invelving a minimum number of carriers. Further, 
under the present conditions and due to the existing regulations 
concerning the conservation of equipment, the application added 
‘it is submitted that no one will be disposed to forward of 
handle traffic via impractical or unduly circuitous routes.” 


W.C. F. & N. RECEIVERSHIP 


In Finance No. 14322, Waterloo, Cedar Falls & Northern 
Railroad Securities, a new corporation designated as the Water- 
loo, Cedar Falls & Northern Railroad has asked the Commis. 
sion for authority to issue income mortgage 5 per cent bonds 
in the amount of $2,273,200 and 56,837 shares of no-par-value 
common stock for the purpose of acquisition, at a receiver's 
sale, of all the property of the Waterloo, Cedar Falls & North- 
ern Railway Co., in accordance with a plan of reorganization 
attached to the application. 

The application shows that the electric lines to be pur. 
chased consist of 128.19 miles of road owned and operated, in- 
cluding 31.65 miles of second track and sidings, and that these 
lines radiate out of Waterloo, Ia., in three different directions, 
to Waverly, Cedar Falls, and Cedar Rapids, Ia. The property 
to be acquired by the new corporation includes a certificate 
issued by the Commission in MC 67530, covering operation by 
the railway company of motor busses between Waterloo and 
Cedar Rapids. 

Authority to acquire the property of the debtor road is 
sought by the new corporation in an application docketed as 
Finance No. 14323, Waterloo, Cedar Falls & Northern Railroad 
Property Acquisition. 

According to the applications, C. M. Cheney, of Waterloo, 
is president of the new corporation. 

The entire issue of the new bonds, says the applicant, will 
be exchanged in accordance with the plan of reorganization on 
the basis of $400 face anount of new bonds for each $1,00 
face amount of the first mortgage sinking fund 5 per cent gold 
bonds of the Waterloo, Cedar Falls & Northern Railway Co. 
The holder of each $1,000 of the latter bonds will receive 10 
shares of common stock of the applicant, under the plan. Ap 
plicant says the securities will be issued in accordance with a 
decree of the Iowa district court in Black Hawk County, Ia, 
dated May 25, 1943. 





M. P. REORGANIZATION 

The Commission, division 4, on petition, has issued an 
order permitting the Railway Labor Executives’ Association 
to intervene and be treated as a party to Finance No. 9918, 
Missouri Pacific Railroad Co. Reorganization, stating that the 
district court by order of July 29 referred the case back to 
the Commission for further proceedings in accordance with 
the applicable provisions of section 77 of the bankruptcy act, 
including the consideration of modifications of the plan or the 
proposal of new plans. The Labor Association seeks amend- 
ment of the plan by incorporating “a fair and equitable al- 
rangement for the protection of employes” adversely affected 
by the several consolidations of the carriers proposed. It also 
asks that such an arrangement be incorporated if an entirely 
new plan is promulgated. 





CHANGES IN DOCKET 
Hearing MC 53540 Sub. 2, August 27, Boston, Mass., postponed 0 
October 5, Hotel Manger, Boston, Mass., Examiner Waters. 
Hearing MC 1394 and MC 52368, August 24, Charlotte, N. C., post 
poned to September 10, Charlotte Hotel, Charlotte, N. C., Examine 
McCaslin. 
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fegulation of Towers Question 


The Boston Tow Boat Co., of Boston, Mass., has filed suit 
the U. S. District Court for the district of Massachusetts to 
join, set aside, suspend and annul, and/or have modified, a 
ertificate and order of division 4 of the Commission, dated 

92 and effective from and after Aug. 23, in W-412, Boston 
tow Boat Co., Contract Carrier Application, authorizing con- 
jinuance of operation as a common carrier by towing vessels 
inthe performance of general towage between ports and points 
jong the Atlantic coast north of and including New York 
farbor and contiguous harbors and tributary waters other 
an the Hudson River and the New York State Canal System. 
Applicants’ operations were found to be those of a common 


in 





er. 

Plaintiff, according to the complaint, filed an application 
yith the Commission for a permit, without prejudice to its 
gntention that it was not a carrier and, therefore, was not 
abject to the act, and in order to protect its “grandfahter” 
rights requested that, if it were found not entitled to a permit 
4s a contract carrier, it be issued a certificate as a common 
arrier. Plaintiff filed a petition for reargument and rehearing 
iefore the full Commission, and postponement of the effective 
jate, which was denied, said the complaint. 

Plaintiff asks that the court, to be composed of three 

judges, one a circuit judge, without waiving its contentions that 
itis not a carrier within the terms and provisions of part III 
of the act or subject thereto, to find and rule that it is not 
engaged in the business of a common carrier, and that it can 
be subjected to the provisions of the act only as a contract 
arrier. 
. The complaint said a similar suit was filed in the U. S. 
District Court for the southern district of New York by the 
Cornell Steamboat Co.; that the court upheld the Commission 
in its finding that Cornell’s operations were common carriage; 
and that an appeal therefrom to the U. S. Supreme Court had 
been perfected by Cornell. 

The complaint said the Boston Tow Boat Co. intervened 
in that suit and was now preparing its appeal on the issue 
whether independent towers were carriers under part III of 
the act. Accordingly, the complaint said plantiff believed that 
itshould not burden the court with any consideration of that 
particular issue, since the final judgment to be pronounced by 
the U. S. Supreme Court in that suit would presumably be de- 
terminative of the question whether all independent towers for 
hire were or were not carriers within the provisions of part 
Il of the act. Plaintiff desired, however, it said, to obtain in 
‘this suit’”” a review of the question whether it was a contract 
carrier (in accordance with its contentions) or a common car- 
tier (as the Commission had ruled), if indeed it was a carrier 
at all under the judgment to be pronounced by the U. S. Su- 
preme Court in the suit brought by Cornell. 


MOTOR ACT PROSECUTIONS 


Eastern Louisiana district, at New Orleans. The Grey- 
houno Corporation, dba Teche Greyhound Lines, and H. Vance 
Greenslit, general’ manager of its Teche division, were fined a 
total of $1,250 Aug. 11 on separate pleas of guilty to an informa- 
tion charging them with requiring drivers in the employ of 
Teche Greyhound Lines to drive and operate motor vehicles in 
excess of the daily maximum hours of service, and to remain 
on duty in excess of the weekly maximum hours of service, 
and with failing to require the keeping of drivers’ logs in the 
form and manner prescribed by the Commission. The cor- 
poration was fined $1,000, and was placed on probation for five 
got Greenslit was fined $250. Both fines were required to 

paid. 


Cc. & N. W. REORGANIZATION 


Helen W. Munsert and Luther M. Walter, attorneys for 
the debtor in the Chicago and North Western reorganization 
case, filed a brief in federal district court at Chicago, August 26, 
In support of their injunction suit to force the Commission to 
reopen the reorganization proceedings for rehearing and modi- 
fication of its plan so as to permit the trustee to pay off the 
claim of the Reconstruction Finance Corporation (see Traffic 
World, Aug. 14, p. 360). The brief is in answer to motions 
of the Commission, the life insurance group committee, the 
mutual savings bank group committee, and the United States 
to have the suit dismissed on three grounds: First, that the 
district court does not have jurisdiction to order the Commis- 
sion to reopen the matter; second, that the Commission does 
not need to reopen the matter on request by the debtor’s at- 
torneys because more than 60 days have passed since the plan 
was approved; third, that the U. S. Supreme Court has recently 
approved the plan. 

The brief says that the financial condition of the debtor has 
greatly improved since the plan weg approved by the Commis- 
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sion and district court, and that the high court has held that 
the district court has the duty to decide whether or not new 
conditions require a change in an approved plan. It says that, 
though section 77 of the federal bankruptcy act specifies a 
60-day period for filing petitions for reopening following ap- 
proval of reorganization plans, the Commission is not pre- 
cluded thereunder from reopening proceedings if company 
financial conditions have substantially changed. Admitting 
that the high court recently denied the debtor’s attorneys’ re- 
quest for a writ of certiorari for review of the plan, it says 
such denial does not amount to adjudication of the question as 
to whether or not the district court has the right to order the 
Commission to reopen the matter. 


WATER AUTHORITY SOUGHT 


Cooper Motor Lines, Inc., of Columbia, S. D., in an appli- 
cation designated as W-894, has applied to the Commission 
for a certificate to institute operation as a common carrier 
by water of passengers and property generally between Charles- 
ton, S. C., and Columbia, S. C., and Camden, S. C., and all 
intermediate and other points on or near the Cooper River, 
the Santee Cooper reservoir, the Congaree River, the Wateree 
River, and contiguous waters; also between Georgetown, S. C., 
and Cheraw, S. C., and all intermediate and other points on 
or near the Pee Dee River and contiguous waters. Applicant 
proposes year-round service, and asks that if the facts show 
that it, although applying for a certificate, is entitled to a 
permit, that the application be considered as one for such 
authority. 


NEW ENGLAND MOTOR RATES 


On consideration of the record in the proceeding and of a 
motion of Eastern Motor Freight Conference and others, dated 
Jan. 15, 1942, the Commission, division 2, has announced that 
it has reopened Ex Parte MC 22, New England Motor Carrier 
Rates, for further hearing, at a time and place to be hereafter 
fixed, respecting the issues in the proceeding as they relate to 
class rates, classifications, and rules, regulations, and practices 
relating thereto. 


ROCK ISLAND REORGANIZATION 


Judge Michael L. Igoe, in the federal district court at 

Chicago, has dissolved an injunction, entered in the Chicago, 
Rock Island and Pacific reorganization case in November, 
1933, under which the Continental Illinois National Bank and 
‘rrust Company was restrained from selling some of the rail- 
road’s bonds held by the trust company as security for a loan 
it had made to the debtor. 
; The trust company last April filed a motion seeking dis- 
missal of the injunction (see Traffic World, April 24, p. 978). 
It said that, as of April 15, the debtor owed the petitioner 
$1,534,751, and that the collateral held by the bank, though 
originally valued at $4,058,000, was worth only $1,091,015. 
It said that sale of the collateral bonds could have no effect 
on the plan and would not injure other creditors. 

In sustaining the motion, Judge Igoe said that, though the 
plan had been referred back to the Commission for clarification 
of two points, the plan would not be “scrapped” and sale by 
the trust company of the bonds would not delay completion of 
the reorganization. Objections made by the trustees and other 
creditors that sale of the bonds might result in some delay 
in effecting reorganization were merely “remote speculations” 
and did not constitute sufficient objection to the motion to 
cause the court to deny it, Judge Igoe said. 





MOTOR RATE INCREASE IN EAST 


All the relief to which the respondents in I. and S. M-2222, 
Increased Common Carrier Truck Rates in East, are entitled 
in connection with their requested modification of the Com- 
mission’s conclusion regarding the application of the increased 
rates to New York City zones, is a reasonable modification of 
tariff regulations and extension of time for revision of tariff 
schedules, says the Port of New York Authority. Middle At- 
lantic States Motor Carrier Conference, Inc., had asked the 
Commission to strike from its report the sentence requiring 
that the increase granted be applied to the New York City 
zone 1 rates, and that the present zone differentials be pre- 
served (see Traffic World, Aug. 21). This the New York reply 
opposed. 

It was clear beyond question that neither the complexity 
of tariff schedules nor the practical difficulty of complying 
with findings of the Commission was a justification for unjust 
discrimination or undue prejudice, said the New York reply. 
The respondents were alone responsible for alleged inflexi- 
bility of their tariff schedules and the difficult practical situa- 
tion in which they found themselves, it said. However, it 
added, consistently with its policy of cooperation with the 
truckers and other transportation agencies serving the port of 
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New York, “protestant does not oppose such relief to respond- 
ents as the Commission may deem reasonable in the matter of 
tariff publication and the time requisite for that purpose.” 

The principle announced by the Commission with refer- 
ence to the New York terminal area was reasonable and sound, 
said the reply. No departure from that principle was justified 
or warranted, it said, nor was any such departure required to 
meet the reasonable needs of the respondents as detailed in 
their petition. 

The Port of New York Authority said it did not admit, by 
this cooperative action, that the arbitraries proposed by the 
respondents were just and reasonable for permanent applica- 
tion, and reserved in that respect all rights it might have under 
the act, and waived none of its duties under its governing 
statutes. 


ALTON REORGANIZATION 

Judge John P. Barnes in the federal district court at 
Chicago, August 24, refused for the present to grant a peti- 
tion filed by John R. Turney and G. A. Gelderman, attorneys 
for the debtor in the Alton Railroad reorganization case, to 
have Henry A. Gardner, trustee, advance up to a maximum 
of $10,000 to the petitioners to cover clerical, statistical and 
other expenses in connection with preparation of evidence to 
be submitted before the Commission regarding reorganization 
plans (see Traffic World, Aug. 7, p. 302). Counsel for other 
parties to the case objected to the payment by the trustee on 
the ground that, though the debtor’s attorneys had filed a 
proposed plan and the Commission had indicated it would hear 
testimony on the plan, the trustee also intended to file a plan 
and the Commission hearing in the matter might not concern 
matters on which the debtor’s attorneys intended to prepare 
statistics and other evidence. Judge Barnes continued the 
petitioners’ motion generally. 

Judge Barnes also declined at present to enter an order, 
sought by John Gavin, counsel for holders of bonds of the 
Kansas City, St. Louis and Chicago Railroad, owner of that 
part of the Alton line between Mexico and Kansas City, Mo., 
to have the trustee make a study of traffic originated on and 
moving over the subsidiary’s lines. Owen A. West, counsel 
to the trustee, said that preparation of such a traffic study 
at the present time would be impractical, adding that the 
trustee in all probability would make such a study later in 
connection with preparing a proposed reorganization plan for 
the Alton and its subsidiaries. Judge Barnes permitted Mr. 
Gavin to file his petition and gave Mr. West 30 days in which 
to file an answer. 


CALIFORNIA AIR SERVICE 

In a supplemental decision in the so-called ‘North-South 
California Case,” the Civil Aeronautics Board has granted a 
certificate of public convenience and necessity to Western 
Airlines, Inc., to operate between Los Angeles and San Fran- 
cisco, Calif., and has reaffirmed that portion of the original 
decision issued on May 10, 1943 which granted to Transconti- 
nental & Western Air, Inc., an amendment to its certificate 
for route No. 37 to include Los Angeles as an intermediate 
point. 

T. W. A. is restricted in_ transporting local passengers 
between Los Angeles and San Francisco to its transcontinental 
schedules and in the supplemental decision the board also 
restricted the amended certificate of T. W. A., prohibiting 
it from carrying local traffic between Las Vegas, Nev. and 
Los Angeles, which points are served by Western on its route 
from Los Angeles to Salt Lake City, Utah. 

Prior to the issuance of these two certificates, United Air 
Lines Transport Corporation was the only airline operating 
between Los Angeles and San Francisco, said the board. 

The certificates granted T. W. A. and Western provide that 
the carriers shall not begin operations of the new services 
authorized until the board determines that the national de- 
fense interests no longer require a delay in the inauguration of 
these services. 


PAN AMERICAN NEW LIGHTING FACILITIES 

Service on two main air trunk lines between North and 
South America, operated by Pan American Airways, will be 
improved by the installation of night lighting facilities accord- 
ing to an announcement by the system. The lighting on the 
Brownsville-Guatemala route will reduce from two days to 
one the time now required for air travel from Brownsville 
to Balboa. Lighting of the Miami-Belem route will permit 
round-trip flights from Miami to San Juan, Puerto Rico, in 
one day instead of two days, and will reduce the elapsed time 
on the through service from Miami to Buenos Aires by elim- 
inating the overnight stop at Port of Spain, Trinidad. 


AMERICAN AIRLINES EXPRESS, MAIL TRAFFIC 

American Airlines planes carried 11,281,629 pounds of ex- 
press shipments in the first seven months of 1943, an increase 
of 102.1 per cent over the same period last year, J. S. Riordan, 


TRAFFIC Wor} 


central superintendent of air mail, air express and frej t, hag 
announced. The express shipments “were equivalent to 
planeloads, or over 13 a day,” he reports. In the same pon 
13,760,970 pounds of air mail were carried, an increase of 894 
per cent over the corresponding period in 1942; express 
miles totaled 5,370,413,648, 90.8 per cent over the corre 
ing 1942 period; air mail pound miles totaled 8,417, 250 
56.7 per cent over the 1942 period, he reported. 


























AMERICAN AIRLINES ALL-CARGO PLANES 


The initial eastbound all-cargo transport plane of Ame. 
ican Airlines arrived in Washington, D. C., the evening o 
August 21 from Los Angeles and proceeded to New Yor 
(see Traffic World, Aug. 21, p. 427). The plane left Ig 
Angeles with a total load—air mail and air express—of 45 #f 
pounds. Along the route the total load at the time of de 
parture from the stations listed was as follows: Phoenix, 4569. 
Tuscon, 4,557; El Paso, 4,762; Fort Worth, 4,709; Dallas, 4,569; 
Memphis, 4,170, and Nashville, 3,617. When the plane lef 
Washington for New York it carried 908 pounds of express # 
and 1,113 pounds of mail. 


Air Certificate Applications 


Among new applications for air certificates, filed with the 
Civil Aeronautics Board, is one seeking authority to institute 
a “flyaway” service with respect to new or reconditioned air: 
planes, from manufacturing plants in the United States to dis. 
tributors or consumers in all destination points in the United 
States, Canada or Mexico. This aplication, filed for Nu-Planes 
Flyaway Service, Inc., by its counsel, Harry C. Ames, of Wash- 
ington, D. C., has been docketed as No. 987. The application 
shows that Lester J. Lishon, Sr., president of applicant, is also 
president, treasurer and a director of the University Overland 
Express, Inc., a motor common carrier incorporated in Massa- 
chusetts, and of Dairy Transport Co., a motor common carrier 
in New England. 

Other new applications on file at the C. A. B. are: 

No. 983, Hamish Turner and Robert Fletcher Turner, Spar- 
tanburg, S. C.; scheduled air transportation of persons, prop- 
erty and mail between Jacksonville, Fla., and Cincinnati, 0, 
via specified intermediate points. According to the application, 
Hamish Turner is general manager of Carolina Scenic Coach 
Lines and owner of Carolina Stages, and Robert Fletcher Tur- 
ner is president and manager of the Palmetto Air School. 

No. 984, Thomas Air Service, Farmington, N. M.; trans- 
portation of persons, property and mail between Salt Lake 
City, Utah, and Albuquerque, N. M., via specified intermediate 
points. The applicant, Daniel Oscar Thomas, says he has been 
operator of a pilot training school since 1940. j 

No. 985, Northwest Airlines, Inc., St. Paul, Minn.; trans- 
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portation of persons, property and mail (1) between Anchor- “No 
age, Alaska, and Manila, Philippine Islands; (2) between An- Bit and, 
chorage and Calcutta, India; (3) between Seattle, Wash., and Burand b 
Manila, and (4) between Seattle and Calcutta. ‘non-defe 

No. 986, Braniff Airways, Inc., Dallas, Tex.; persons, prop- 
erty and mail between Chicago, Ill., and Detroit, Mich., via 
Michigan City and Elkhart, Ind., and Adrian, Mich. _ 

No. 988, Mid-Continent Airlines, Inc., Kansas City, Mo; | The 
persons, property and mail between St. Louis, Mo., and Detroit, J its truck 
via Fort Wayne, Ind. , cents an 

No. 989, Schreiber Trucking Co., Pittsburgh, Pa.; non j tion, Ne 
scheduled transportation of freight over 10 routes radiating | hood of 
from Pittsburgh to Washington, Baltimore, Philadelphia, New | A F. L. 
York City, Boston, Albany, N. Y., Rochester, N. Y., Buffalo, [ the rate 
Chicago and Cincinnati. Applicant says it now operates a mo- § allowed 
tor truck line over a network of routes in several eastern and § adjustm 


midwestern states. pr board, ¢ 


No. 990, Midwest Haulers, Inc., Toledo, O.; non-scheduled and gua 
air transport of property only, between the following points: | The 
New York City, Cleveland, O., Chicago, Ill., Pittsburgh, Pa, j Wide st 
Philadelphia, Pa., Washington, D. C., and Baltimore, Md. Ap § Ways tt 
plicant proposes to use planes capable of transporting loads of § agreem: 
five to ten tons. clation 

No. 991, Ringsby Truck Lines, Inc., Denver, Colo.; nom § feurs, ' 
scheduled air transport of property only, between the follow § Sets th 
ing points: Chicago, Sioux City, Ia., Omaha, Neb., Denver, § a8 thos 
Grand Junction, Colo.; Salt Lake City, Los Angeles and Sal — th 
Francisco. Planes of 5 to 11 ton cargo capacity would be ong lis 

No. 992. Mutual Trucking Co., Toledo, O.; scheduled aif } mile, a 
transportation of freight between Chicago and Minneapolis pave a 
St. Paul, Minn., and Milwaukee, Wis., with use of planes of 5 | ficatior 
to 11 ton cargo capacity. Ki board 

No. 993, Coast Aviation Corporation, Dos Palos, Calif; } came « 
scheduled air transport of persons, property and mail betweel | Would 
Oakland and Burbank, Calif., and between Burbank, Calif., ati | Nomic 
Reno, Nev., serving specified intermediate points. The applic | Would 
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mt of the Palo Alto Airport, Inc., an army pilot training 
"No. 994, Continental Air Lines, Inc., Denver, Colo.; sched- 
4 air transport of persons, property and mail between Hut- 
inson, Kan., and Salina, Kan. 

© No. 995, Gordons North South Air Lines, Inc., Memphis, 
mn.; scheduled transportation of property generally between 
mtroit, Mich., and Buenos Aires, Argentina, via Chicago, St. 
wis, Memphis, Vicksburg, New Orleans, Havana, Cuba, La- 
naira, Venezuela, and Rio de Janeiro, Brazil. R. C. Dodge, 
ye president of applicant, signed the application. 

No. 996, American Airlines, Inc.; transportation of persons, 
gerty and mail over a north Atlantic route from New York 
ity, Boston, Chicago and Detroit to London, England, or Paris, 
| No. 997, Southeastern Air Express, Inc.; transportation of 
gsons, property and mail in scheduled operations over nine 
sions comprising a feeder line system in Tennessee, Missis- 
pi, Louisiana, Alabama, Georgia, Florida, North Carolina 
ind South Carolina. According to the application, applicant is 
i per cent owned by the Georgia Air Service, Inc., operator of 
h fying school. 


[ssential Activities in Transport 


Otto S. Beyer, member of the War Manpower Commission 
ad director of the O. D. T. division of transport personnel, 
has issued a statement containing advice to transportation 
workers that they should stay on their jobs and that they 
wil not improve their selective service status in any way by 
transfer to another occupation, unless they are not now using 
their highest skills. 

“Transportation is a v.tal war industry, and transporta- 
tion needs workers,” he said. 


He said there was a “fairly widespread notion” that a new 
list of 149 “critical” occupations issued recently by the War 
Manpower Commission (see Traffic World, Aug. 21, p. 434) 
replaced the national list of “essential” activities and occupa- 
tions that had been in effect since June, 1942. As a conse- 
quence, he said, some transport employes had concluded that 
eause their occupations were not on the “critical’’ list, they 
were no longer essential and should transfer to some other 
wcupation or activity. This conclusion was entirely unwar- 
ranted and was contrary to the provisions and purposes of 
the new manpower regulations, said Mr. Beyer. The national 
list of “essential” activities and occupations is still in effect, 
he asserts. 

If transportation workers did not have one of the 149 
‘aitical” skills in the new list, they could not acquire. a 
‘titical” designation simply by transferring to another activity, 
he said, adding that “the new critical list applies only to 
wcupations (jobs), not to activities (industries).” 

“No transportation activities are on the ‘non-deferrable’ 
list, and, with a few minor exceptions (car polisher, receptionist, 


arand boy, etc.) no transportation occupations are classed as 
non-deferrable,’’”’ he said. 


TRUCK WAGE AWARDS 


_ The National War Labor Board has announced approval by 
its trucking commission of an increase of $4.20 a week or 10.2 
cents an hour for 280 employes of the U. S. Trucking Corpora- 
tion, New Jersey, who are members of the International Brother- 
hood of Teamsters, Chauffers, Warehousemen and Helpers, 
A. F. L., Local 820. The board said the adjustments brought 
the rates the full 15 per cent above the Jan. 1, 1941, rates, 
illowed under the “Little Steel” formula. With the approved 
adjustments, which were retroactive to June 1, 1943, said the 

, conductors and chauffeurs would be paid $51.20 a week, 
and guards would be paid $41.20. 

__ The W.L.B. Trucking Commission announced that state- 
Wide stabilization of pay for truck drivers operating on high- 
Ways throughout the state of California would result from an 
agreement made by the Southern California Motor Truck Asso- 
clation and the International Brotherhood of Teamsters, Chauf- 
feurs, Warehousemen and Helpers, A. F. L. The agreement 
sets the same rates for over-the-road and short-line drivers 
a those agreed on recently by northern California Operators 
and the Teamsters union, according to the board. Rates for 
long line (over-the-road) drivers of $1.15 an hour or 4 cents a 
mile, and for short line (intrastate) drivers of $1.02% an hour 
Were approved. Adjustments were also made for other classi- 
Cations, such as checkers, riggers, freight handlers, etc. The 

said provisions of the Southern California ruling be- 
Came effective only on determination by O.P.A. that no price 
Would be required, or on approval by the Director of Eco- 
homic Stabilization if O.P.A. determined that a price increase 
Would be required. 
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MeNear Asks Return of T. P. & W. 


George P. McNear, Jr., president of the Toledo, Peoria 
and Western Railroad, has written a letter to Director East- 
man, of the Office of Defense Transportation, asking that the 
railroad properties of the T. P. & W., seized by the govern- 
ment in March, 1942, after a strike of its train and engine men, 
be returned to the corporation. 

“We are writing you to ask that our railroad be returned 
to us,’ says the letter. The request is made, it continues, in 
view of recent testimony of Director Eastman before the House 
military affairs committee, later reproduced in pamphlet form, 
in which he described modifications he had made in the so- 
called standard working rules since he made those rules effec- 
tive on the railroad shortly after he took it over. 

According to Mr. McNear’s letter, those modifications, and 
others discussed in his recent interim report (see Traffic World, 
August 14, p. 371), ‘indicate an encouraging recognition by the 
government that our railroad should not be burdened with 
employe rules involving wastes of manpower, equipment and 
materials, and the slowing up of operations in time of war. 

“We appreciate this recognition and express our sincere 
congratulations to you for the steps you have taken thus far,” 
says the letter. “The present trend towards the elimination of 
wastes and delays reduces the issues which led to the seizure 
of our railroad in March, 1942. It suggests the propriety of 
your returning our railroad to us.” 

In October, 1942, after the War Labor Board had found 
the standard rules put in effect on the railroad to be applicable 
under a referee’s award, the return of the railroad was offered 
to the corporation on the condition that the new rules be 
adopted and continued in force. At that time, Mr. McNear 
refused to accept the return of the properties under those con- 
diitons (see Traffic World, October 31, 1942, p. 1033). 

Because the rules he was required to adopt as a condition 
precedent to the return of the railroad at that time have since 
been considerably changed, -he is now willing to accept and 
operate the railroad under those changed rules. The letter says 
that another reason for desiring its return at present is the 
fact that its continued possession and operation by the govern- 
ment prevents the corporation from paying “various obliga- 
tions which are now long past due” and about which letters 
have been written to the O. D. T. over a long period. In addi- 
tion, it continues, “there are accumulating a number of prob- 
lems affecting the welfare of the railroad and the communities 
which it serves. They need attention and cannot be handled 
properly now.” 

Should Director Eastman be “willing to consider the re- 
quest,” Mr. McNear says he will gladly go to Washington to 
confer with the director. He suggests that “arrangements for 
the return include the following considerations: 


1. The railroad would be returned to us two weeks, or some other 
reasonable period, afier agreement so to do has been reached. O. D. T. 
would return to us our cash which it seized, and pay its current bills 
and pay rolls. A joint inventory of our properties would be made as 
of the date of the return. 


2. At least three weeks prior to the date of the return, O. D. T. 
would furnish us with six copies of the inventory which it took of our 
properties as of 6 p.m. March 22, 1942. 


3. All matters relating to claims for just compensation for the 
taking of our properties; claims for damages, penalties, costs and ex- 
penses which have been incurred by us directly or indirectly as the 
result of such taking; and all other claims, without limitation of the 
above, that have developed or may develop in connection with this 
situation, would be settled as far as possible by direct negotiation 
between us. Those items which could not be so settled would be re- 
ferred to an impartial referee to be mutually agreed upon; any items 
which could not he settled by such referee would be left for adjudi- 
cation by the proper court having jurisdiction of such matters, and the 
findings of such referee would be presented to such court as competent, 
expert evider.ce with respect to such matters. 

4. We would operate our railroad under the schedules of rates of 
pay and working conditions for train and engine employes inaugurated 
by you on July 1, 1942, except as they have been modified (a) in ac- 
cordance with the statements made by you in your pamphlet, and 
(b) in accordance with Mr. Voelkner’s letters to us of July 16 and 
October 27, 1942, and our letter to Mr. Voelkner of November 4, 1942, 
until 30 days’ notice is given by us after the termination of the War. 
During this period, we would continue O. D. T.’s existing employment 
relationships, except that (1) we would not take into our employ those 
former employes who, after a full hearing in open court, were found 
to have committed unlawful acts of violence and prevented our railroad 
from continuing as a common carrier in the transportation of war mate- 
rials and other articles intended for the use of the United States or 
associated nations in the conduct of war, and, as a result, were 
specifically named by the Federal Court as defendants in the temporary 
injunction issued by that court on January 19, 1942; and (2) we would 
observe and carry out the promises publicly made by your Federal 
Manager on or about March 23, 1942, with reference to the employes 
who were then operating the railroad. These promises were quoted 
in the New York Times of March 24th as follows: 

‘“*No one will be fired,’ Mr. Barriger told newspaper men. “The 
men who were taken on when the brotherhood members left their jobs 
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will take their places at the bottom of the seniority list. . . . When 
there is work available for the men who have been lately added to the 
payrolls, they will be given work’.’’ 


Action in Washington 


Mr. McNear’s letter was referred by Director Eastman to 
Jack G. Scott, general counsel of the Office of Defense Trans- 
portation. Mr. Scott said, Aug. 26, that all that could be said 
was that the letter was under active consideration. 

Director Eastman said the McNear letter was under con- 
sideration and that he could not say, late Aug. 26, when a reply 
would be made. He said the matter had to be studied before 
he could comment. It was pointed out that the executive order 
of the President directing Eastman to take control of the T. P. 
& W. contained the following provisions: 


The Director of the Office of Defense Transportation shall manage 
or arrange for the management of said railroad under such terms and 
conditions of employment as he deems advisable and proper, pending 
such termination of the existing labor dispute as may be approved by 
the National War Labor Board. 

Possession and operation hereunder shall be continued only until 
the President determines that such temporary possession and operation 
are no longer required for successful prosecution of the war. 


These provisions, it was indicated, would make necessary 
O. D. T. consultation with other government officials as to 
action to be taken. 

The National War Labor Board, in its opinion in the T. P. 
& W. labor case, stated that, unless the management of the 
railroad accepted the board’s decision, the government must 
continue to assume the responsibility for the management and 
operation of the railroad in accordance with the provisions of 
the executive order of March 21, 1942 (see Traffic World, Oct. 
17, 1942, p. 905). 


PRAISE FOR SHIPYARD WORKERS 


In a Labor Day message to shipyard workers, Chairman 
Land, of the Maritime Commission, said: 


The American peopje have always felt profound respect and sincere 
admiration for the power, loyalty, and ability of American Labor to 
produce the goods this nation needs for peace or war. Labor Day 
gives one the opportunity to say so. 

In the name of the United States Maritime Commission, I take off 
my hat to the men and women whose muscle and brains are delivering 
me:chant ships in quantities that our Commander-in-Chief has termed 
unbelievable. And I take off my hat to the wives and families of these 
workers who are backing them up under living conditions that, fre- 
quently, are difficult. 

Much of the niaterial that won Sicily and drove Mussolini jnto 
oblivion was delivered in the merchant ships that you built. Tanks, 
guns, shells, food, gasoline, jeeps, trucks and troops can’t cross the 
ocean under their own power. It took 850 surface vessels of all types 
to carry the punch that won North Africa; it took 3,266 to land the 
blows that won Sicily. It will take all the ships we can get out of our 
shipyards to carry this drive through to Rome, Berlin and Tokio. 

On this Labor Day of 1943, America gratefully pays tribute for 
what Labor has done—and confidently calls for more. Let’s go! 


Trucking Employment Report 


“Employment in the for-hire trucking industry is becom- 
ing static and shows signs of declining because the industry 
probably will have a net decline in the number of vehicles it 
operates,” says the division of transport personnel of the Office 
of Defense Transportation. 

Though total employment of for-hire trucking firms in- 
creased only 4 per cent from July, 1942, to May, 1943, such 
firms hired 27.2 per cent more women and 56.2 per cent more 
non-whites to fill out their forces than they had as of July, 
1942, it was stated, the data being based on a report of the 
U. S. Employment Service. 

Absenteeism was of little significance in the for-hire truck- 
ing industry, it was stated, 65 per cent of the trucking com- 
panies covered in a survey in May, 1943, reporting that ab- 
senteeism either was no problem or was “normal for these 
times.” The monthly rate of labor turnover had been increas- 
ing steadily, most of it among unskilled workers though the 
rate also was high among mechanics, drivers and clerical 
workers. 

Employers were finding difficulty in recruiting qualified or 
experienced workers, it was said. It was pointed out that 
vehicle replacements for the industry were not keeping pace 
with vehcile retirements. 

“Furthermore,” the division report continued, “the aver- 
age of vehicles now in operation is higher, and equipment is 
receiving harder wear through more continued use, heavier 
loading, greater abuse from poor drivers and less competent 
servicing.” 

It added that the net amount of equipment in service was on 
the decline, and this decline was expected to be accelerated. 
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With the possibility of fewer units of equipment available ffs order, bY 
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The Maritime Commission has announced that the name 
of thirteen former labor leaders will be assigned to Liberty 
ships scheduled for launching in the near future. Labor Day 
ceremonies in various shipyards would feature launchings ang 
the laying of keels of some of the vessels, said the commission 
adding: 

The roster includes such notables as Heywood Brown, member of 
the C. I. O. and first head of the Newspaper Guild; Joshua A. Leach 
founder and first president of the Brotherhood of Locomotive Firemen 
and Enginemen; Robert Fechner, who served for years as a repre- 
sentative of the American Federation of Labor and was first director 
of the Civilian Conservation Corps; and William B. Wilson, Secretary 
of Labor in President Woodrow Wilson’s cabinet. 

Other names of distinction on the list are: Jerome K. Jones 
A. F. L. leader in Atlanta, Georgia; Patrick Henry Morrissey, one 
time grand master of the Brotherhood of Railroad Trainmen; Edgar 
E, Clark, who served as president of the Order of Railway Conductor 
of America and was later appointed to the Interstate Commerce Con- 
mission by President Theodore Roosevelt. 

Further illustrious names in labor history to be assigned are: 

John I. Nolan, international vice-president of Iron Moulders’ Union 
and former Congressman from California; Ben. T. Osborne, executive 
secretary of Oregon Federation of Labor; Michael Casey, president of 
International Teamsters, Chauffeurs and Warehousemen; Albert J. 
Berres, of the Metal Trades of A. F. L.; George Uhler, president of 
Marine Engineers Beneficial Association, ©. I. O.; Arthur M. Huddell, 
president of International Union of Operating Engineers. 

Notable labor leaders for whom Liberty ships were named in cere- 
monies held Labor Day, 1942, were: Samuel Gompers, Andrew Furu- 


seth, Peter J. McGuire, James Duncan, John Mitchell and -John W. 
Brown. 
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N. W. L. B. RAIL WAGE INCREASE ORDER 


The National War Labor Board has directed the Atlas 
Powder Co., of Ravenna, O., to grant an increase of 12 cents an 
hour to conductors and 15 cents an hour to trainmen who work 
on the railroad in the company’s yard. The employes are rep- 
resented by the Brotherhood of Railroad Trainmen. The board 
said it ordered the increase to bring these rates up to the min- 
imum of the going rates for the most nearly similar work in 
the area. It said it denied a union request for a contract pro- 
vision, for each train crew to consist of a conductor and two 
trainmen. The rate for conductors, prior to the increase, was 
$1.20 an hour, and $1.05 for trainmen. 


UNLOADING LABOR SHORTAGE IN N. Y. 


A shortage of labor to unload railroad cars in New York 
City created a “tight” s:tuation there last week but toward the 
end of this week the situation had eased considerably, accord- 
ing to reports received by the Association of American Rail- 
roads. The saturation point with respect to track space for 
loaded cars had by no means been reached there, it was said. 


MOTOR RECRUITING PLAN 


The American Trucking Association, Inc., has announced 
a “master plan” which it says it believes holds the answer to 
the problem of recruiting and training manpower for the mo- 
tor carrier industry. - 

The plan, in brief, contemplates spot radio announcements 
through affiliated state associations throughout the country. 
The announcements are so designed, according to the A. T. A. 
as to be uniform in their plea for applicants for positions I 
the trucking industry, but are set up in such a manner that the 
program may be fitted to local conditions. Unions and the 
apprentice training service of the War Manpower Commissio! 
are tied into the working of the plan. The plan, says A. T. A, 
will be activated through meetings of motor carriers in cities 
or regions under sponsorship of their state trucking associa _T 
tions. action 

The nation-wide program is based on a successful recef! | memb 
test in Washington, D. C., and is expected to be in operation Which 
in the early part of September, according to the A. T. A. eng 
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order, by which a 2-cent reduction had been made in wage 
Leases recommended by an emergency board for employes 
the Chicago, North Shore & Milwaukee Railroad, was being 
‘Myepared by the stabilization director’s office. It was stated 

it Director Vinson had received a letter from the North 
sore employe unions’ spokesmen the preceding week. Con- 
ints of Director Vinson’s letter might not be made public in 
vashington, but probably would be made available at Chicago 
recipients of the letter, it was stated. The emergency board 
.M, the North Shore case had recommended a wage increase of 
gcents an hour. The unions contended that Director Vinson’s 
yder was invalid because it was not announced within 30 days 
r the board’s report. The employes’ representatives have 
d to the 2-cent reduction pending settlement of the ques- 
4n of applicability of Director Vinson’s order (see Traffic 
World, July 24, p. 194, and July 31, p. 250). 

At the office of Leo J. Hassenauer, attorney for the C. N. S. 
, M. employes’ union, it was said August 27 that the letter 
reported under preparation earlier in the week in the offices of 
sabilization Director Vinson, about the abrogation of an earlier 
der respecting wages, had not been received up to that time 
ther by Mr. Hassenauer or the executives of the union. 
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Rail Wage Agreement 
The Traffic World Washington Bureau 


An agreement in the so-called Diesel engine wage contro- 
versy has been reached by the Brotherhood of Locomotive 
Firemen and Enginemen and eastern carriers. The agreement 
has been found by Chairman Leiserson, of the National Rail- 
way Labor Panel, to contain wage adjustments within the gov- 
emment’s wage stabilization requirements. It was said that 
the agreement represented final disposition of the controversy, 
inview of the finding of Chairman Leiserson under the execu- 
tive order creating his office. It was said that the agreement 
would become effective without action thereon by the Economic 
Stabilization Director, as it involved a voluntary wage adjust- 
ment subject to the panel chairman’s jurisdiction. 

It is understood that the carriers estimate that the agree- 
ment will result in an increase of three-tenths of one per cent 
inthe monthly payroll of the firemen and enginemen repre- 
ented by the brotherhood on the eastern roads. The brother- 
hod said it was taking steps to obtain similar terms from 
western and southeastern carriers. The brotherhood had pro- 
tested to President Roosevelt against the recommendations of 
the emergency board in this case and the President requested 
management and labor to confer (see Traftic World, May 29, 
p. 1287, and June 5, p. 1334). 

Among provisions in the eastern agreement, said the 
brotherhood, was one increasing rates of pay for engineers, 
firemen, helpers, hostlers, and hostler helpers by 16 cents a 
fay in freight service and 8 cents a day in passenger service 
fr each additional 50,000- pounds of weight on drivers above 
present limits. These limits, said the brotherhood, now were 
reached at 350,000 pounds weight on drivers for freight serv- 
ie and 500,000 pounds for passenger engines. It added that, 
under the new agreement, the pay scales would go up for every 
30,000-pound increment, without any ceiling. Similar adjust- 
ments were made for yard service, it said. 

Also, it continued, rates on diesel-electric locomotives in 
freight service were brought up to the levels of steam service 
and rates on electric locomotives were “rearranged” so as to 
bring them closer to those of steam engines. 

The brotherhood said the eastern roads also agreed to a 
Provision that a fireman-helper should at all times be in the 
tab of multiple-unit diesel-electric locomotives in high-speed. 
stteamlined, or main-line through passenger trains, “when the 
train is in motion.” This meant that the carriers would gen- 
erally have to place an extra man in the motor rooms of mul- 
tiple-unit diesels, and such extra men would be firemen-helpers, 
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_The Office of Defense Transportation has approved a joint 
action delivery plan of thirty wholesale liquor distributors, 
"ecent members of the Chicago Wholesale Liquor Association, under 
ration | Which it is estimated they will reduce their annual motor 
\. Vehicle mileage by 40 per cent, saving an estimated 600,000 
truck miles. 


Effective Aug. 28, the O. D. T. has issued supplementary 


g. B order O. D. T. 3, revised-54, approving a joint action plan sub- 
ps mitted by Red Arrow Freight Lines, Inc., of San Antonio, Tex., 


and Central Freight Lines, of Waco, Tex., providing for co- 
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ordinated operation between Stephenville and San Antonio, 
Tex., with a yearly saving of more than 190,000 miles. 

Seventy-three retail grocers in Topeka, Kan., acting under 
a joint action plan, would limit deliveries to three days a week 
to conserve trucks and tires, said the O. D. T. It is estimated 
the plan will save 164,000 truck miles a year. 

Six milk distributors in Oneonta, N. Y., would reduce retail 
deliveries of dairy products to a frequency of every other 
day under a joint action plan, said the O. D. T. Both motor 
trucks and horse-drawn vehicles belonging to the participants 
come under the plan. 

For the conservation of motor vehicles and vital supplies, 
25 ice dealers serving Toledo, O., or its environs, have agreed 
to limit deliveries to wholesale, retail and commercial cus- 
tomers under a joint action plan estimated to save 132,000 
truck miles a year, the O. D. T. has announced. 


Trucks for Foodstuffs 


The Traffic World Washington Bureau 


Arrangements under which used trucks may be requi- 
sitioned and allocated for the transportation of farm products 
or foodstuffs at points where shortages of motor carrier equip- 
ment exist have been made by the Office of Defense Trans- 
portation with the issuance by it of administrative order 
ODT No. 4, effective August 26. The ODT said this action 
was designed as a means of assistance to the War Food Admin- 
istration. 

The order authorizes regional and district managers of the 
ODT motor transport division, within their respective regions 
or districts, to ‘requisition and dispose of used commercial 
motor vehicles in accordance with the act of October 16, 1941, 
as amended, executive order 8942, as amended, executive 
order 9294, and the regulations under requisitioning acts issued 
by the War Production Board, to the extent and in the manner 
authorized by instructions and directions issued from time to 
time by the Director of the Office of Defense Transportation.” 

Exercise of such authority is subject to control and super- 
vision of the director of the ODT motor transport division, 
according to the order. 

Although the order did not limit the truck requisitioning 
authorization for application to any specific fields of transporta- 
tion, it was stated at the ODT that the present object was 
to make available motor equipment needed to transport food 
products or farm products. If a farmer or motor carrier re- 
ported to the nearest district office of the ODT motor transport 
division a need for trucks to haul such products, the manager 
of that office would look for used trucks in dead storage and 
would attempt to bring together the owner and prospective 
purchaser or lessee so as to place the idle trucks in service, 
said the ODT. If the parties could not agree on terms of 
such a transaction, the district manager would report the 
circumstances to the regional manager, who, if he found that 
the reported need for the trucks was genuine and that the 
owners of the idle trucks did not and would not need them, 
would certify such cases to the Defense Supplies Corporation 
with recommendations that that agency requisition the trucks 
and sell them, it was stated. Sale prices would be within the 
ceiling prices prescribed by the Office of Price Administration 
as to used trucks, said the ODT. 


Live Steck Motor Transport Plan 


Stating that the purpose was to assure, as far as possible, 
adequate motor transportation for the nation’s meat supply 
this fall, Director EaStman, of the Office of Defense Trans- 
portation, August 24, announced a program “which will permit 
producers, truckers, dealers and processors of live stock to 
set up industry transportation plans locally for orderly and 
continuous movement of live stock by motor truck.” The 
procedure has been approved by Chairman Nelson, of the 
War Production Board, under the small business concerns act. 

Under the program members of the industry, in coopera- 
tion with O. D. T. district managers, might draft local plans ~ 
for the movement of live stock or direct such movements 
with the minimum requirements of equipment and mileage, 
said the O. D. T. adding: 


With peak season movements starting approximately October 1 and 
continuing through January every available truck will be needed to 
transport live stock, including cattle, hogs, sheep and lambs. Each 
truck will have to be conserved and utilized to the utmost to make 
the plan work. 

Formal authority for the program is given in Certificate No. 115, 
signed by Donald M. Nelson, chairman of the War Production Board, 
after consultation with the Department of Justice and issued on the 
‘“‘Recommendation for Transportation of Livestock by Commercial Mo- 
tor Vehicle’? made by Mr. Eastman on August 20. It provides that the 
live stock industry itself select area live stock industry transportation 
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advisory committees for each O. D. T. administrative district. There 
are 142 such O. D. T. districts covering the nation, and each committee 
will include representation of live stock producers, truckers, dealers 
and processors doing business within its area. 


Full details are being forwarded by O. D. T. to its field representa- 
tives in order to hasten organization under the program. Notices are 
to be published in newspapers having general circulation within their 
respective districts which will fix the time and place for selection of 
committees to represent the industry. 


If a committee has been organized in such a manner as to assure 
representation to all persons who may be affected by a live stock 
truck plan, the O. D. T. in Washington will approve the committee 
and will appoint the local O. D. T. district manager as administrator. 
The administrator, with the advice and assistance of the committee, 
will direct the movement of trucks used to haul live stock to or from 
points within its area. 

Committee Duties 


Area committees will acquire information on the approximate 
quantity and kind of live stock located within their areas, find out 
where the farmers plan to ship their live stock, and ascertain the num- 
ber of motor trucks and approximate dates when they will be needed. 
The committee also will list the availability of motor truck facilities, 
and will ob:ain operating information from truckers which will include 
availability of drivers and mechanics, and maintenance and repair 
parts. From time to time they will make recommendations to the 
O. D. T. concerning the issuance, revocation, modification or suspension 
of Certificates of War Necessity covering trucks used in the transpor- 
tation of live stock within the area. 


In order to carry the program into counties, communities and 
neighborhoods, the committees may appoint sub-committees at these 
local levels to assist them in their planning. 


After full information has been developed on what live stock is to 
be moved, when it wiil be ready to move and the number of trucks 
which will be required, a definite plan is to be drafted. Such plans 
may include the designation of a person or persons who will receive 
information from producers in the area listing the kind of live stock 
to be moved, the day the producer wants to ship his live stock, and 
the place to which he wants it shipped. From this listing (to be made 
from one to three days prior to shipping day), the person collecting 
the information can help haulers plan their pick-ups in such a manner 
as to develop full loads with the least amount of travel between first 
pick-up and last pick-up. 

Also, the committee may provide for the planning of schedules for 
haulers who will pick up live stock in a particular area on one day 
and haul this live stock to Point A; pick up live stock from this same 
area on the next day and haul to Point B; and on the third day pick up 
from the same area and haul to Point C, etc. 


If a surplus of trucks exists in any county the schedules of the 
haulers could be planned so that hauler A picks up live stock on Mon- 
day, hauler B picks up live stock on Tuesday and so on through the 
week, rotating the operation of the several live stock trucks in the 
community. 

Plan Must Be Flexible 


A plan for such conservation of equipment must be flexible to the 
point that all live stock is moved in an orderly manner, yet in a way 
to provide for the least amount of travel. To allow for this flexibility 
the committee mey want operating information for each vehicle when 
transporting live stock. To be practical such information should dis- 
close for each day the mileage from the garage to the first pick-up; 
first pick-up to last pick-up, number of stops, mileage from last pick-up 
to destination point, capacity of vehicle and amount of live stock hauled 
each trip. Information vn the return trip should be obtained showing 
mileage from destination point returning to base of operation (garage) 
and to what extent the vehicle was utilized. 


By streamlining the program, the O. D. T. has developed a pro- 
cedure whereby plans developed locally may be put into effect imme- 
diately without the delay incident to specific examination and approval 
by the Washington office. After a committee has been properly formed 
and approved by the O. D. T. Washington office, the entire program is 
administered between the local industry committee and the local ad- 
ministrator, except waen individuals appeal to the director of the 
division of motor transport against a local decision. 


TANK CAR LOADING 


The Office of Defense Transportation said, Aug. 25, it had 
acted to halt movements of commodities in tank cars in viola- 
tion of the spirit of special direction O. D. T. 7, revised 2, re- 
quiring capacity loading of tank cars unless otherwise author- 
ized by permit. Continuing, it said: 


The agency’s capacity loading direction, which became effective 
July 24, 1943, prohibited all movements in tank cars not loaded accord- 
ing to one of four specific capacity loading standards unless such move- 
ments were authorized by special or general O. D. T. permit. The 
result has been that shipments authorized under other O. D. T. per- 
mits, not applicable to the direction itself, have continued. 

An amendment to the direction (special direction O. D. T. 7, re- 
vised-2, amendment 1), issued to become effective September 1, pro- 
hibits the movement of tank cars not loaded to capacity unless they are 
covered by a general or special permit specifically authorizing a de- 
parture from the loading requirements of the direction. Permits issued 
under other O. D. T. orders thus will no longer sanction non-compli- 
ance with the loading requirements. 

The amendment was issued by A. V. Bourque, associate director 
of the O..D. T. division of petroleum and other liquid transport. 
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Travel Curtailment Appeal! g cars fle 
Director Eastman, of the Office of Defense Transportatj, eevice i 
has issued a statement asking the public, both before a, wught to e% 
after Labor Day, to avoid week-end travel on trains or ; " These I 
city busses and avoid at all times travel that “is not peai—uads emph 
necessary.” Said he: avel and € 
Passenger traffic on railroads and intercity busses normally pit ding, ape 
one of the highest peaks of the year on the Labor Day week-end, 7 eration © 
year, the restrictions on use of private automobiles make for a greal 
increased potential demand on the public carriers for holiday Passenger oe 
service. But the capacity of railroads and busses to meet any extra Activiti 


holiday demand is now severely restricted. agencies WwW 
The reserves of equipment that were available in pre-war times fgMdent with 
the operation of large numbers of extra trains and busses to handlell: to Dire 
holiday traffic are no longer available. The equipment is now in ng 
service or in regular every-day service, moving the greatly expanded For man 
military and essential civilian traffic. Consequently, service over thMarecting att 
coming Labor Day week-end will be substantially the same as On algad intercity 
normal week-end. travel and t 
The transportation situation, therefore, calls for rigid self-restraint pointed out 
on the part of persons tempted to take Labor Day trips. It calls algoffgent at the 
for cooperation on the part of persons now away from home on yacMigembers of 
tion, or planning vacation trips in the immediate future. And it Calls if trains anc 
for the cooperation even of persons who have strictly essential traveling wmpletely 
to do. an a 
It is imperative that adequate passenger service be provided at all the acters 
times for men and women in uniform using regularly scheduled trai; non-essentia 
and busses, and for persons required to travel on war business, t all travel 01 
help make it certain that such service will be provided, the Office aft spend va 
Defense Transportation has been urging the public to avoid all travel necessary V 
that is not absolutely necessary. single roun 
It must be remembered that while the need for thoroughgoing§{ side trips a 
travel conservation will be with us for the duration, during the next§ trains and 
two weeks particularly, special safeguards are needed against inter. We hav 
ference with military and war business travel. For this reason I eam-§ civilian in ' 
estly request every civilian to act as follows: also of all 
1. Spend the Labor Day week-end at home. prises, ani 
2. If now away from home on vacation, return well in advance of § agencies. 
Labor Day or not until several days after Labor Day. 


cooperation 

3. Delay departure on any contemplated vacation trip until well Activit! 

after Labor Day. offer of sp 
4. If at all possible, postpone any essential personal trip until well§ jake place 
after Labor Day. with the 


5. Both before and after Labor Day, avoid week-end -travel on Defense T: 
trains or inter-city busses, and avoid at all times travel that is not] functions « 
really necessary, for necessé 

This advice applies to everyone, not just to the other fellow. If Travel 
it is followed by everyone, we shall avoid a repetition of the Fourth off sep with 
July experience, when standing in trains and busses was general all§ to discour 
over the country, and passengers in some cases were left behind on§ which the 
station platforms or at bus terminals. interferes 

If these suggestions are not followed by everyone, congestion on The w 
trains and busses may be even more severe than on the last holiday§ and war t 
week-end; more persons are likely to be unable to get home at the™ coperatic 
expected time; and members of the armed forces will lose precious§ in comple 
furlough time battling for transportation. 

It is up to the public to see that all this doesn’t happen. And let 
me remind the individual civilian that any sacrifice involved in aban- 
donment or change of travei plans is a sacrifice for the benefit of 
members of the armed forces and in the interest of assuring passenger 
service that is essential to the war effort. _ 


Lake 


Acti 

: __ | propert; 
In another appeal to the public to refrain from traveling Defense 
on trains the Office of Defense Transportation said passenger§a “quot 
trains throughout the United States continued to run heavily] carriers 
loaded, with standing in the aisles occurring frequently on§ and De’ 
some trains, particularly at week-ends; that railroads would] that ha 
have no space to accommodate persons taking holiday trips over § while n 
Labor Day; that rail officials in the middle west expected the § shipme 
cut in gasoline rations in that area to shift traffic from high] 0. D. 1 
ways to railways; that in New England and the middle west Us 
rail officials noted heavy short-distance vacation travel while} Clevela 
officials of some of the transcontinental roads reported thei'§ contrac 
lines doing little vacation business; that travel of furloughees§ of sup; 
was heavy in most regions; that railroads in the southeast and motor 
some lines in other parts of the country reported substantial p. 141) 
numbers of standees on many of their trains at all time,§ Shippi: 
while other roads reported most trains loaded to capacity, having 
standing at week-ends, and that one railroad in the southeast used b 
stated it was leaving from 100 to 500 passengers behind #§ tion o; 
one of its large terminals every day though most of them wet} the tre 
taken care of on later trains. Service 
One road operating out of Chicago, it said, had posted?} loadin 
“standing room only” sign at the train gate as soon as one f 
seats of certain trains were filled but late-arriving passeng®} simult 
still boarded the trains to stand in the aisles. Officials of t A 
Southern Pacific, it said, reported that a plan, effective July 4] mover 
requiring reservations for coach travel on its Pacific lines, and C 
eliminated crowding and standing on its trains and had tendél J becau 






to spread traffic more evenly throughout the week. This plat | servic 
said the S. P. officials, had likewise relieved congestion at of th 
larger terminals, because passengers did not come to the Petiti 
tions unless they had obtained space in advance. distri 


The O. D. T. said most railroads reported Pullman sle} prohi 
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, cars filled to capacity or near capacity on all runs. Heavy 
‘jume of travel was resulting in many instances in long waits 
pe'service in dining cars. Some transcontinental railroads had 
woht to ease this situation by selling box lunches. 

These reports of day-to-day travel conditions on the rail- 
yds emphasized the need for refraining from unnecessary 
vel and eliminating holiday week-end trips, said the O. D. T., 
jjing that the carriers had no reserves of equipment for 
ration of supplementary holiday services. 


Travel-Creating Activities Hit 


Activities of travel bureaus, resort hotels, and other 

ncies which tend to stimulate pleasure travel are incon- 
istent with the travel conservation policy of O. D. T., accord- 
ing to Director Eastman. In a statement, he said: 





For many months the Office of Defense Transportation has been 
grecting attention to the very heavy burden imposed on the railroads 
wd intercity busses by troop movements, the huge volume of furlough 
iavel and the extraordinary amount of war business travel. It has 
jointed out that the public carriers, with the limited supply of equip- 
ment at their disposal, cannot assure adequate passenger service for 
nembers of the armed forces and civilians traveling on war business 
{trains and busseS are burdened, in addition, with a large volume of 
gmpletely unnecessary civilian travel. 

In an attempt to meet this situation, the O. D. T., supported by 
ihe carriers themselves, has been conducting a campaign to curtail 
non-essential civilian travel. It has been urging the public to give up 
jl travel on trains and busses for purely social or pleasure purposes; 
to spend vacations at home or as near home as possible; to limit any 
necessary vacation travel to the shortest possible distance and to a 
single round trip to and from the vacation place, with elimination of 
side trips and sightseeing trips; and, in general, to refrain from using 
trains and busses whenever possible. 

We have repeaiedly requested the cooperation of every individual 
civilian in this travel conservation campaign. We need the cooperation 
also of all tourist agencies, travel bureaus, resort hotels and enter- 
prises, and state, municipal, and other governmental promotion 
agencies. Many such agencies and enterprises have given us their 
cooperation. Others, I regret to say, have not. 

Activities which tend to create and stimulate, through advertising, 
offer of special services, or otherwise, pleasure travel that would not 
take place in the absence of this promotional effort are inconsistent 
with the travel conservation policy and program of the Office of 
Defense Transportation. I do not include, of course, the usual service 
functions of tourist agents and travel bureaus, by which arrangements 
for necessary travel are facilitated for individuals and corporations. 

Travel-creating activities, on the other hand, are completely out of 
sep with the efforts of O. D. T., and of the railroads and bus lines, 
to discourage unnecessary travel and limit necessary travel. The travel 
which they promote adds to the heavy burdens of the carriers and 
interferes with the movement of essential passenger traffic. 

The war effort demands adequate train and bus service for military 
and war business travel. To provide such service, the carriers need the 
cooperation of government, business interests, and the general public 
incomplete observance of a policy of travel conservation. 


Lake Erie Truck-Ferry Service 


Acting on a request by the motor carriers concerned, the 
property section of the division of motor transport, Office of 
Defense Transportation, has undertaken the establishment of 
a “quota” plan for assigning truck trailers of the various 
carriers individually to ferries operating between Cleveland, O., 
and Detroit, Mich., so as to provide full loads for day ferries 
that have been carrying considerably less than capacity loads 
while night ferries have had to turn away some of the trailer 
— offered, according to information obtained at the 


Use of the two ferryboats operated between Detroit and 
Cleveland, in transportation of freight by motor common and 
contract carriers between those points, is required under terms 
of supplementary order O. D. T. 3, Revised 25, issued as a 
motor conservation measure (see Traffic World, June 12, 
P. 1411). The ferry service was instituted by the Trucking 
Shipping Co., under sponsorship of the O. D. T., the ferry boats 
having been laid up until that time. They had formerly been 
used between other points on the Great Lakes in transporta- 
tion of passenger automobiles of tourists and others. Only 
the trailer loads are transported on the ferries in their present 
service, the truck-tractors being uncoupled at the time of 
loading. Each of the two ferries makes one round trip daily, 
One ferry leaving Detroit and the other leaving Cleveland 
simultaneously. 

After the O. D. T. issued its order requiring permits for 
movement of truck shipments by highway between Detroit 
and Cleveland, truckers affected by the order refused, allegedly 

luse of labor union opposition to the order, to use the ferry 
Service, over a period of about ten days, but thereafter some 
of them made use of the ferry service. Subsequently, on 
Petition of the Commission, Judge E. J. Moinet of the federal 

ict court at Detroit, issued a temporary restraining order 
Prohibiting 20 motor carriers from operating over the road 
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between Detroit and Cleveland when ferry boat service was 
available (see Traffic World, Aug. 7, p. 301). After a hearing 
on the question of issuance of an injunction, Aug. 12 and 13, 
Judge Moinet continued the hearing until Aug. 30 and sug- 
gested that the O. D. T. and the carriers try to iron out the 
difficulty without a court order. 

Ellis T. Longenecker, assistant director, property section, 
of the O. D. T. motor transport division, held conferences with 
the carriers in Detroit and Cleveland. On his return to Wash- 
ington, he stated that one of the principal questions discussed 
was the need for additional loadings on the day ferries. The | 
number of trailers that could be loaded on each boat depended 
on the size of the trailers, but the average capacity was about 
50, he said. While only between 15 and 35 trailers had been 
transported on the day ferries, the night ferries carried full 
loads and had to turn away many other trailers, which ship- 
ments then moved to their destination by highway, he added. 
Investigation revealed, he said, that a number of the trailer 
loads moved on the night ferries were not pickd up within 48 
or even 72 hours after they had been placed at the destination 
points, such delays being attributed chiefly to manpower short- 
ages. Efforts then were made, he indicated, to persuade truck 
operators who had insisted on dispatch of their trailer loads 
on the night ferries and whose trailers were delayed at destina- 
tion points to use, instead, the day ferries. He expressed a 
belief that, in view of the present cooperative attitude of the 
truckers, the problem of obtaining full-capacity use of the 
ferry service, so as to bring about a maximum saving of motor 
equipment, would be solved without any necessity for a court 
order. He said labor union opposition to the O. D. T. order had 
not been in evidence at the conferences he attended. 


0. D. T. Tin Shipping Permit 


The Office of Defense Transportation has issued general 
permit O. D. T. 16-2, freight shipments of tin plate and tin 
cans via ports in the United States, effective Aug. 18, per- 
mitting the transportation of tin plate and tin cans without 
observing the permit requirements of general order O. D. T. 16, 
subject to the following provisions: 


(a) Export freight, overseas freight or commercial freight con- 
sisting of tin plate billed to a point in the United States, when such 
freight is not to be exported in the form it is shipped to such port and 
the bill of lading or other shipping document contains a shipper’s 
certification as follows: ‘‘Material not to be exported in present form.”’ 

(b) Export freight, overseas freight, or commercial freight con- 
sisting of tin cans to be loaded aboard a floating cannery at a port 
in the United States when the bill of lading or other shipping document 


contains a shipper’s certification as follows: ‘‘For loading aboard a 
floating cannery.’’ 


In the O. D. T. division of traffic control it was explained 
that order O. D. T. 16-2 was issued to clarify a condition aris- 
ing under general order O. D. T. 16, which requires permits 
for shipments for export. The question raised, it was said, was 
whether an article which came into a port and there was 
changed in form, and later exported, required a permit. O. D. T. 
16-2 was issued to’ show that such shipments did not require a 
permit it was said, because it would not be known at the time 
the tin plate was shipped, for example, when it would be ready 
for export and that the purpose of O. D. T. 16 was to match 
shipments with shipping space. Therefore, it was explained, 
the permits would be necessary for the tin plate only after its 
change to tin cans, or to the tin cans only after they had been 
filled at the floating canning factory. 


Tires for Busses and Trucks 


The Office of Price Administration said August 26 that the 
shortage of new truck tires was increasing in seriousness and 
instructed local rationing boards to issue certificates for used, 
rather than new, truck tires wherever possible. 

Total tire quotas for September as compared with August 
for busses and trucks are 416,142 new tires as against 417,265 
new tires in August and 330,169 new tubes as against 356,639 
new tubes in August. 

Informed by Rubber Director William M. Jeffers that it 
was now possible to provide a higher quality camelback for 
recapping truck and passenger car tires, the Office of Price 
Administration removed rationing restrictions on the use of 
Grade “C’”’ camelback in recapping service, it said August 26, 
adding: 

Grade ‘‘A’”’ camelback, previously available for only the largest 
truck and bus tires, may now be obtained for recapping tires on all 
trucks and busses although it is still subject to rationing. The quality 
of camelback for passenger cars will be improved from Grade ‘‘F’’ 
reclaimed rubber to Grade ‘‘C’’ synthetic stock. Formerly, recapping 
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with Grade ‘‘C’’ camelback was not permitted for passenger automo- 
biles, but was restricted to commercial vehicle use. 

In amendment No. 48 to Ration Order IA, effective August 25, 
O. P. A. revises its definition of ‘‘passenger-type camelback’’ to include 
Grade ‘‘C’’ as well as Grade ‘‘F’’ camelback. The definition of ‘‘truck- 
type camelback’’ is limited to Grade ‘‘A’’ stock. 

This action permits any person to have his tires recapped with 
Grade ‘‘F’’ or Grade ‘‘C’’ camelback without a rationing certificate. 

Higher quality rubber trend for recapping tires is possible, accord- 
ing to the rubber director, because of the use of Buna S (a synthetic 
rubber). He added that although inventories of the new passenger tire 
camelback are not adequate at present to provide for 100 per cent of 
the requirements, it is hoped that manufacturers can have sufficient 
quantities in the field within the next 30 days. Meanwhile, ‘‘C’’ and 
‘‘F’’ Grade material for passenger tire usage will be optional with the 
consumer. 


Mr. Jeffers called a conference of tire manufacturers and 
labor leaders of the industry for August 31 for the purpose of 
obtaining increased production from existing facilities and to 
minimize the expansion of facilities necessary to meet present 
and 1944 requirements. 

Eligible truck operators who hold tire rationing certificates 
but who are unable to locate within their county the proper 
tires may apply to their nearest motor transport district office 
of the Office of Defense Transportation for assistance, the 
O. D. T. has announced. 

This information will in turn be transmitted daily to the 
Office of the Rubber Director, who will endeavor to arrange 
for the proper redistribution of tires so that all the certificates 
can be honored as quickly as possible after issuance, accord- 
ing to the O. D. T. 

The procedure was decided on, the O. D. T. stated, after 
some truck’ operators reported they were unable to obtain 
critically needed tires and as a result had to keep vehicles out 
of operation. 

In some cases, it was reported, according to the O. D. T., 
that important war freight was delayed for this reason. It 
said it was hoped that the new arrangement would help essen- 
tial operators to obtain prompt relief. 

The rubber products industry is planning a large expan- 
sion program it is estimated will cost between $80,000,000 and 
$100,000,000 to increase production to meet military, lend-lease 
and civilian demands, according to William M. Jeffers, rubber 
director of the War Production Board. He said 17,000,000 pas- 
senger car tires were being released for essential civilian use 
this year and that an additional 30,000,000 tires would be man- 
ufactured and distributed in 1944. 


Gasoline Supply Data 


Nearly one out of every three gallons of gasoline produced 
in refineries east of the Rocky Mountains in the last half of 
1943 is destined for ultimate consumption by the military, the 
Petroleum Administration for War has disclosed. 

Reporting on the steadily mounting military demand for 
aviation and other gasolines, Deputy Administrator Ralph K. 
Davies announced also that: 


1. During 1944, the armed forces will require an estimated 37.6 
per cent of all the gasoline of all kinds manufactured by refineries in 
P. A. W. Districts 1, 2 and 3 (the area east of the Rockies). 

2. By 1945, according to the best information obtainable, the mili- 
tary will consume two out of every five gallons of gasoline produced by 
these same refineries—to be exact, 39.6 per cent. 


By way of contrast, Mr. Davies reported that in 1942 only 
12.5 per cent of the total gasoline in Districts 1, 2, and 3 went 
to the military. In the first quarter of this year, the military 
take amounted to 21.4 per cent, and in the second quarter it 
was 23.1 per cent. The percentage requirement for the last 
half of 1943 is estimated at 30.6 per cent. 


“These facts as to the military requirements for gasoline 
add up to two fairly obvious conclusions,” said Mr. Davies, 
adding: 


The first is that it is going to take lterally oceans of 100-octane and 
other highly specialized engine fuels to fight this war to a victorious 
conclusion. ; 

The second is thal as military requirements increase it is inevitable 
chat there be less gasoline available for civilian consumption. It will 
simply not be possible to sustain our air armadas in the skies over 
Germany and Italy and the Japanese-held islands of the Pacific, or to 
provide our mechanized ground forces with all that they require if, 
at the same time, the demands of an unrestrained civilian consumption 
have to be met at home. 


Certainly, no one will deny that there can be no failure on our 
part to meet the military requirements—in full, and on time. To do 
less could only mean the unnecessary prolongation of the war and the 
needless loss of countless American lives. 

It seems patent to the Petroleum Administration—and oil industry 
leaders have publicly agreed—that the only means whereby those needs 
can be met in full is to reduce correspondingly the demands on our gaso- 
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line stocks at home 


That is the basic reason why it has been fopMl ccible equil 
necessary to reduce the consumption of gasoline in the middle wood obtained 
and the southwest. Piet of tl 

am {0 7 

i mted the 14 

Eastman on Coal Transport perexceptior 
Director Eastman, of the Office of Defense Transportation, stimated = 

has advised midwestern congressmen that transportation fagij,mi4, it Was 


ties are adequate to accommodate all authorized movemeny iat for 194: 
of coal to the states west of the Great Lakes, unless the move. E 
ment is concentrated too heavily in the closing weeks of thp ; 
Great Lakes navigation season. Speakin 
Mr. Eastman’s statement was in reply to a recent appegfMwashington, 
made to the President by 18 senators and representatives fron ihe Office of 
Minnesota, Wisconsin, Iowa, and North and South Dakota, th pleasant, 
O. D. T. said. It quoted an assertion by these legislators that Myen it was 
whereas “over one half of the lake navigation has passed, only Becaus¢ 
one third of the coal requirements normally shipped to cog ffyr, Eastma 
dock storage facilities on Lake Michigan and Lake Superior {fqeater tha 
has been received to date,” and said they feared that a coal fjyced. Mr 















shortage might develop in the area. 





“The present situation in the midwest is not a result of fj exist the 
any restriction or limitation on the part of transportation § id that t! 
facilities, but is solely a question of supply and distribution,” fat, while 
said Mr. Eastman, in his reply. future, the 

“On certification to us from War Production Board as to § js collect 
the iron ore quota, it became necessary for this office, in order 
to meet this quota, to issue order O. D. T. 9A . . . controlling 
the movement of coal. This order, however, was not issued Judge 
until after full conference and concurrence on the part of War § iss postp 
Production Board and the Office of the Solid Fuels Coordinator § jjjunction 
for War. inst 17 

“A tentative statement of policy was issued limiting lake © plain 
coal shipments from any U. S. port to the Chicago area to 8) § jake ferry 
per cent of the aggregate quantity moved to that area last year, equipmen 
to Lake Superior ports to 110 per cent of the volume moved § jsaring A 
last year, and to all other areas except Buffalo to 100 per cent. § der ag: 
of the quantity moved last year.” confer at 

“I can definitely assure you that there are ample trans- § yt varic 
portation facilities to transport quantities of coal so authorized § jp contit 

. provided supply is made available for loading at Lake § ige Tra 
ports sufficiently in advance of the close of navigation.” 

COAL SHIPPING RESTRICTION In it 

Shipments of coal from the upper Great Lakes docks to § Compan: 
areas beyond those normally served from the docks have been § trailers. 
ordered halted, effective Aug. 24, by Solid Fuels Administrator § jepartm 
for War Ickes. Continuing, the administrator’s announcement § out tha’ 
said: direct c1 

The restriction is embodied in Solid Fuels Administration for War a 
Regulation No. 3 which directs that hereafter shipments of both anthra- situa 101 
cite and bituminous coal from docks in Lake Superior, the west bank of §j of equiy 
Lake Michigan and Green Bay go only to the States of Michigan, § Ing for 
Illinois, Wisconsin, Minnesota, Iowa, Nebraska, North Dakota, South § solution 
Dakota and the Canadian provinces of Ontario and Manitoba. can do 

For some time, it was explained, coal has been floating from those 
docks to the states of Washington, Oregon, Idaho, Montana and Wyo- 
ming, thereby reducing stocks available next winter for the states 
which depend upon the upper Great Lakes docks for their normal _ Th 
supply. civilian 

Every effort is now being made to move coal up the lakes to re fabric, 
plenish these stocks before winter weather halts lake navigation. Move- preside 
ment of eastern coal by all-rail to much of the area served by the § of ryb 
docks is either impractical or impossible. all 

The regulation will not supersede action under any other regula- , or 
tions issued or to be issued by the Solid Fuels Administration. Excep- TI 
tions may be granted by the administration. It does not apply to coal acute 
in transit prior to August 24. skillec 

It relieves shippers and others from any liability, under contracts, others 
to fill orders which are prohibited. The regulation provides penalties shortl 
for those violating its provisiqns. being 

————— need 
l. T. O. A. TRUCK REQUEST from 

In connection with the letter written to the War Production | mach 
Board by Walter E. McCarron, general manager, Illinois Motor } have 
Truck Operators’ Association, Chicago, setting forth the equip oom 
ment needs of the motor cartage industry in the Chicago area orm 
(see Traffic World, Aug. 21), it was said in the vehicle mainte- = 
nance section of the Office of Defense Transportation’s division lo 
of motor transport that requests for equipment should be re- 
ferred to the local allocation office of O. D. T. in Chicago. It 
was pointed out that the truck pool was operated by O. D. T,, 
and not by W. P. B. Every consideration would be given to railr 
requests for additional equipment, it was said, although it divis 
would be impossible to allocate everything asked. p Surv 

Not only did O. D. T. have to bear in mind the pressing and 
needs of the over-the-road carriers, it was pointed out, but less 
that, as claimant agency for the trucking industry it had to ; 
bear in mind the 54,000 communities which were dependent frei 


entirely on truck transportation. In its effort to obtain all fied 
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Cen foy 


Fs ible equipment for the industry, it was said, the O. D. T. 
le iS 


Weilt.g obtained authority for truck production for the third 
yarter of this year, the first since 1941, and that the pi 
‘am for Which materials had been allocated for 1944 repre- 
Fated the largest truck production program of any year with 
ie exception of 1941. In order to help the industry meet the 
ortati timated increase of 15 per cent in transportation demand in 
mn faa 44, it was said, O. D. T.s program for 1944 was eight times 
Vementsipiat for 1943. 
le Move. 
S Of the 












EASTMAN ON MOTOR TRANSPORT 


Speaking extemporaneously at a luncheon meeting of the 
t appeafiwashington, D. C., Trucking Association, Director Eastman, of 
eS fromMie Office of Defense Transportation, described his job as most 
Ota, the mpleasant, and said that he and his key men would be glad 
rs that Myhen it was completed. : ; ; 
ed, only Because of the losses in intercoastal and coastwise ships, 
to coalffr, Eastman said, the load on land transportation had become 
Uperior greater than ever before, at a time when facilities were re- 
Coal Miuced. Mr. Eastman said that O. D. T. was getting more and 
more truck parts and equipment, but that there would continue 
Sult of ii exist the vital necessity of making vehicles last longer. He 
tation # sid that the truck tire situation was better, but not easy and 
ution,” HB ihat, while he would like to paint an optimistic picture for the 
juture, the fact was that the country must continue to pull in 
d as to Bits collective belts. 


n order ee ee See 

rolling TRUCK-FERRY INJUNCTION 

tte Judge E. J. Moinet, of the federal district court at Detroit, 
ar 


has postponed from August 23 to August 30 hearing in the 
injunction suit brought by the Commission and the O. D. T. 
against 17 truckers operating between Detroit and Cleveland. 


g lake The plaintiffs seek a court order enjoining the defendants to use 
| to lake ferry service between the two cities in order to conserve 
t year, equipment used in regular over-the-road operations. At a 
moved § iaring August 3, Judge Moinet issued a temporary restraining 
T cent # wder against the defendants and directed the truckers to 

onfer at Detroit with O. D. T. officials in an effort to iron 
— wit various problems involved. In postponing the hearing, 
orize 


he continued the restraining order in effect to August 30 
Lake § (we Traffic World, Aug. 21, p. 429). 


SHORTAGE OF TRAILERS 
In its latest war transport bulletin, the Fruehauf Trailer 








ks to Company presents “the facts” about the shortage of highway 
> been trailers. W. D. Wise, manager of the Fruehauf war-service 
trator § department, over whose signature the bulletin is issued, points 
ement # out that highway operators, unable to obtain new trailers, 
direct criticism at the Fruehauf company. The purpose of the 
r War @ bulletin is, therefore, to acquaint operators with the true 
nthra- @ situation and also aid them in seeking relief from the shortage 
ank of § of equipment. A review of developments is presented account- 
higan, § ing for the present lack of availability of highway trailers. A 
South § solution is presented with suggestions as to what each operator 
those 4°" do to get needed equipment. 
Pros NEW TIRE PRODUCTION PROBLEMS 
ormal The problem in the production of automobile tires for 
civilian drivers is no longer one of rubber but of manpower, 
to re’ # fabric, machinery, and floor space, according to William O’Neil, 
~_ president, General Tire and Rubber Company. The shortage 
y the | of rubber “is behind us,” he said, adding that “we shall have ~ 
sgula’ § all, or more” than was promised by Rubber Director Jeffers. 
xcep- The manpower problem, however, was becoming more 
» coal J acute as the production of tires increased, he said. Many 
skilled tire workers have gone into the armed forces, and 
ee others took up other lines of work when production ceased 
shortly after the attack on Pearl Harbor. Women were now 
being used on lighter jobs in the industry, he said, but the 
need for skilled men was great. The fabric shortage came 
; from the change in some tires from cotton to rayon; the 
‘tion § Machinery problem from the fact that passenger car tire moulds 
otor have been placed in storage to make room for other equip- 
juip- ment, and the shortage of floor space from the changes in 
area former tire factories to the manufacture of other war articles, 
nte- such as machine guns, airplane and tank tracks, barrage 
sion balloons, and life boats. 
re- a 
R. BULKHEADS IN MERCHANDISE CARS 
te _ Ina letter to loss and damage prevention officers of member 
te railroads, C. H. Dietrich, executive vice-chairman, freight claim 
Ms division, Association of American Railroads, reports results of a 
te survey made by the division’s committee on prevention of loss 
re and damage of the use of bulkheads to prevent damage to 
* less-carload freight. 
| r _He points out that, in 1942, freight claims on less-carload 
- freight amounted to $10,551,602, of which $8,270,000 was classi- 


fied as unlocated damage, rough handling and concealed dam- 
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age. This resulted from two causes only, he continues, “rough 
handling in switching and improper loading and stowing of 
freight, with special reference in the latter event to stowing 
heavier freight on top of or against fragile articles.’ The 
committee’s studies, he says, indicate that heavier loading of 
merchandise cars under O. D. T. order “will not increase dam- 
age to mixed freight if reasonable care and ingenuity are 
used in stowing, coupled with the judicious use of segregation 
gates and bulkheads.” 

Where the use of bulkheads has been adopted at freight 
stations by some 29 railroads, says the letter, damage has 
been reduced to a minimum and loading and unloading of 
freight has been facilitated. The only disadvantage at present, 
it continues, lies in obtaining the return of the bulkheads by 
the receiving railroad. Arrangements are being worked out to 
facilitate this, it says. 

Charts and pictures, showing the construction and appli- 
cation of the bulkheads, accompany the letter. 


WESTERN POTATO ICING 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permit No. 2 under service order 
No. 145, granting authority to Union Pacific Railroad Co., 
Chicago, Burlington & Quincy Railroad Co., and the Illinois 
Central Railroad Co. to accord standard refrigeration to PFE 
12771, WRX 9590, PFE 29558, PFE 93003, and PFE 20803, 
containing potatoes from Fayette, Idaho, consigned to the 
quartermaster of the United States army, at New Orleans, La., 
waybills to show reference to the special permit. 


POTATO REICING ORDER 


The Commission August 25 issued Service Order No. 149, 
dated August 24, effective immediately, prohibiting the reicing 
of refrigerator cars of potatoes in Colorado or Utah, except 
under special or general permits issued by its bureau of service 
to meet specific needs or exceptional circumstances. It said 
the action was taken because of an extremely short supply of 
ice for icing perishables in those states. 


Rail Refrigeration Permits 


Director King, of the Commission’s Bureau of Service, has 
issued special permits Nos. 31 to 40, inclusive, under service 
order No. 133, granting authority to railroads initially to ice 
or reice, with both bunker and top or body ice, carload ship- 
ments of vegetables, as follows: 


Special permit No. 31, Southern Pacific, Rock Island, or the Alton, 
PFE 61447, carrots shipped by William H. Gumpertz Co., Oxnard. 
Calif., to Mark Owen & Co., Chicago, Ill.; also Southern Pacific, Union 
Pacific, or Rock Island, PFE 45130, carrots from Gumpertz Co. to Ap- 
plebaum-Ernst Co., Chicago; also Southern Pacific, Rock Island, or 
Alton, PFE 92850, carrots from Gumpertz Co. to Wesco Foods Co., 
Chicago; also Southern Pacific, Rock Island, or Wabash, PFE 38926. 
carrots from Gumpertz Co. to Andrews Bros., Detroit; also Southern 
Pacific or Rock Island, PFE 36940, carrots from American Fruit Grow- 
ers, Inc., Oxnard, Calif., to American Fruit Growers, Inc., Des Moines, 
Ia.; also Southern Pacific, Union Pacific, Burlington, T. P. & W., of 
the Pennsylvania, PFE 15709, celery from Fred W. Rush Co., Los An- 
geles, Calif., to DeMasso & Manna Co., Pittsburgh, Pa.; also Southern 
Pacific, Union Pacific, Burlington, or the Pennsylvania, GARX 67771, 
celery from Fred W. Rush Co., Los Angeles, to Kroger Grocery & 
Baking Co., Fort Wayne, Ind. 

Special permit No. 32. Southern Pacific, Rock Island, or Wabash, 
PFE 17909, carrots, from Gumpertz Co. to Andrews Bros., Detroit; also 
Southern Pacific, Texas & New Orleans, L. & N., Western of Alabama, 
or Atlanta & West Point, PFE 41413, carrots, shipped by Gumpertz Co. 
for American Fruit Growers to Colonial, Stores, Inc., Atlanta, Ga.; also 
Southern Pacific, Union Pacific, Illinois Central, Michigan Central, the 
Lackawanna, the Delaware & Hudson, or Boston & Maine, PFE 97587. 
carrots from Atlantic Commission Co., Inc., Oxnard, Calif., to Atlantic 
Commission Co., Inc., Springfield, Mass.; also Southern Pacific, Union 
Pacific, Burlington, T. P. & W., or the Pennsylvania, PFE 60199, celery 
from Atlantic Commission Co. at Los Angeles to same at Pittsburgh, Pa. 

Special -_permit No. 33, Southern Pacific, PFE 90337, celery from 
American Fruit Growers, Inc., Oxnard, to same at San Antonio, Tex.: 
Southern Pacific, Texas & Pacific, Missouri-Kansas-Texas, Missouri Pa- 
cific, or the Pennsylvania, PFE 38755, celery, shipped by American Fruit 
Growers at Oxnard to same at Pittsburgh, Pa.; Southern Pacific, Rock 
Island, Wabash, Indiana Harbor Belt, or Pere Marquette, PFE 16300 
and PFE 94020, carrots from Gumpertz Co. to Andrews Bros., Detroit: 
Southern Pacific, Union Pacific, or Wabash, PFE 35339, carrots from 
Atlantic Commission Co., Inc., at Oxnard to same at St. Louis, Mo.; 
also Southern Pacific, Union Pacific, Burlington, T. P. & W., or the 
Pennsylvania, PFE 73354, celery from Fred W. Rush Co., Los Angeles, 
to DeMasse & Manna Co., Pittsburgh, Pa. 

Special permit No. 34, Southern Pacific, Union Pacific, Burlington. 
T. P. & W., or the Pennsylvania, PFE 40302, celery from Fred W. Rush 
Co., Los Angeles, to DeMasse & Manna Co., Pittsburgh; Southern Pa- 
cific, Union Pacific, or Wabash, PFE 73533, carrots from Atlantic Com- 
mission Co. at Oxnard to same at St. Louis, Mo.; Southern Pacific Co.. 
Texas & Pacific, M.-K.-T., Missouri Pacific, or the Pennsylvania, PFE 
38755, celery from American Fruit Growers, Inc., at Oxnard to same at 
Pittsburgh; Southern Pacific or Rock Island, ART 22435, celery from 
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American Fruit Growers, Inc., at Oxnard to same at Chicago; Southern 
Pacific, Rock Island, Wabash, Indiana Harbor Belt, or Pere Marquette, 
PFE 42267, carrots from Gumpertz Co. at Oxnard to Andrews Bros., De- 
troit; also Southern Pacific Co., Rock Island, or the Alton, PFE 60343, 
carrots from Gumpertz Co. to Wesco Foods Co., Chicago. 


Special permit No. 35, Southern Pacific, Rock Island, or Alton, PFE 
41284, carrots from Gumpertz Co. to Wesco Foods Co., Chicago; South- 
ern Pacific, Rock Island, or Alton, PFE 92385, carrots from Gumpertz 
Co. to Wesco Foods Co., Chicago; Southern Pacific, Texas & Pacific, 
St. Louis Southwestern, St. Louis-San Francisco, or Central of Georgia, 
PFE 97020, carrots from Atlantic Commission Co., Inc., Oxnard, to 
Moscovitz, Savannah, Ga., with partial unloading by Freeman, Dent & 
Sullivan, Macon, Ga.; Southern Pacific, Union Pacific, or Rock Island, 
PFE 75810, carrots from Atlantic Commission Co. at Oxnard to same 
at Rock Island, Ill., advice Zimel Fruit Co.; Southern Pacific, Union 
Pacific, Burlington, or the Pennsylvania, PFE 74055, celery and carrots 
mixed, from Fred W. Rush Co., Los Angeles, to Kroger Grocery & 
Baking Co., Ft. Wayne, Ind.; Southern Pacific, Rock Island, or Bur- 
lington, PFE 32928, celery from American Fruit Growers at Oxnard to 
same at Omaha, Neb.; also Pacific Electric or the Santa Fe, PFE 94550 
and PFE 24821, mixed fruit and vegetables shipped by Keim Produce 
Co., Los Angeles, to Babbitt Bros., Winslow, Ariz. 

Special permit No. 36, Southern Pacific, Rock Island, Wabash, In- 
diana Harbor Belt, or Pere Marquette, PFE 97929 and PFE 60400, car- 
rots from Gumpertz Co. at Oxnard to Andrews Bros., Detroit; Southern 
Pacific, Rock Island, or Burlington, PFE 14945 and ART 23822, celery 
from American Fruit Growers at Oxnard to same at Omaha, Neb.; also 
Southern Pacific or the Santa Fe, PFE 61985, green corn, from Wm. 
Carillo Co., Los Angeles, to U. S. Army, Ono, Calif. 

Special permit No. 37, Southern Pacific, Rock Island, Wabash, In- 
diana Harbor Belt, or Pere Marquette, ART 24032 and ART 21926, car- 
rots with tops from Gumpertz Co. at Oxnard to Andrews Bros., De- 
troit; also Southern Pacific, Rock Island, or Wabash, PFE 17662, celery 
from American Fruit Growers at Oxnard to same at St. Louis, Mo. 

Special permit No. 38, Southern Pacific, PFE 98651, fresh corn from 
Sunrise Produce Co., Los Angeles, to U. S. Army, Fort Bliss, Tex.; also 
Southern Pacific, Union Pacific, or Great Northern, PFE 74818, mixed 
vegetables from Marshall Anderson, Los Angeles, to Duncan Kongrain 
Co., Helena, Mont. 

Special permit No. 39, Southern Pacific, MDT 18274 and PFE 70277, 
celery from American Fruit Growers at Oxnard, Calif., to same at 
Houston, Tex. 

Special permit No. 40, Southern Pacific or the Santa Fe, MDT 
19373, green corn from Sunrise Produce Co., Los Angeles, to U. S. 
Army, Ono, Calif.; also Southern Pacific or Union Pacific, PFE 71377, 
celery from American Fruit Growers at Oxnard, Calif., to same at 
Denver, Colo. 


Waybills are to show reference to the special permits. 

Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permits Nos. 49, 50, 51, and 52, under 
service order No. 133, authorizing any common carrier by rail- 
road to retop or rebody ice any refrigerator car or cars loaded 
with fresh or green vegetables originating at points in Arizona, 
California, Colorado, or Utah, as follows: 


Special Permit No. 49, at Chicago, Ill. 

Special Permit No. 50, at Peoria, Ill., when destined to points on or 
east of the western border of Indiana, Kentucky, Michigan (Lower 
Peninsula), Mississippi or Tennessee. 

Special Permit No. 51, at St. Louis, Mo., or East -St. Louis, IIl., 
when destined to points mentioned in special permit No. 50. 

Special Permit No. 52, at Decatur, Ill., when destined to points 
mentioned in special permit No. 50. 


The permits prove that they shall not be construed to allow 
retop or rebody icing of a refrigerator car not equipped with 
collapsible bunkers in excess of 15,000 pounds when bunker ice 
is used, and that waybills are to show references to the per- 
mits. 


Refrigerator for Box Cars 


Acting at the request of the Office of Defense Transporta- 
tion, the Commission has amended its Service Order No. 104 
so as to make it mandatory for the railroads to substitute up 
to three refrigerator cars for every box car ordered-for certain 
types of westbound shipments. The order, amendment No. 2, 
Service Order No. 104, is effective Sept. 1, at 12:01 a. m. 

The action was taken, O. D. T. officials said, in an effort 
to increase the westbound use of empty refrigerator cars and 
to utilize the only large remaining reservoir of unused freight 
car capacity. They further explained that the movement of 
fresh fruits and vegetables from the Pacific Coast areas brought 
a large number of refrigerator cars to the eastern part of the 
country. These cars normally returned empty while, at the 
same time, the large movement of war materials to the west 
coast resulted in an accumulation of empty box cars in that 
territory, they said. 

In an effort to avoid this cross-hauling, the Commission, 
issued Service Order No. 104 effective Jan. 25, 1943, which made 
it permissive for the carriers to substitute up to three refrig- 
erator cars for one box car for transcontinental westbound car- 
load shipments into the states of California, Idaho, Arizona, 
Nevada, and Utah. The order also applyied to westbound ship- 
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ments originating in Utah and destined to points in Californ 
or Nevada. Under the original order, only refrigerator = 


the Pacific Fruit Express and the Santa Fe Refrigerator poi Freight 
patch could be used in the substitution. ~ "Hy about 59 
The order, as amended, makes the substitution of nimiilion on lo 


three refrigerator cars mandatory on the carriers “when ¢ 
freight to be transported and facilities are suitable for loagin. 
in refrigerator cars, and when refrigerator cars are reasonawe 
available.” Moreover, the limitation to P. F. E. and Santa pemigh¥ 
cars is removed, thus making all westbound refrigerator Cary a 
eligible for such loading. 

On shipments on which the carload minimum vari 
the size of the car: 


acterist! 
seni 


€s with 


1. Two refrigerator cars may be furnished in lieu of one box car 
ordered of a length of 40 feet, 7 inches or less, subject to the carload sul 
minimum weight which would have ipplied if the shipment haq been 
loaded in a box car of the size ordered. 

2. Three refrigerator cars may be furnished in lieu of one Dox 
car ordered of a length of over 40 feet, 7 inches, but not over 59 feet, 


7 inches subject to the carload minimum weight which would have report. Fr 
applied if the shipment had been loaded in a box car of the sige joads incré 
ordered. most frequ 
The Commission appointed R. B. Hoffman, Chicago, Ill, asst freav 

its agent, subject to the direction of the director of the Bureqg The 2" 
of Service, with authority to suspend the operation of the sery. gy the Var 
ice order with respect to any particular class of refrigerato,§ ministratic 
cars of either private or railroad ownership. study, and 
‘ tion neede 

nm ‘ ~ year on m 
Grain Committee Meeting Howe’ 
data were 

The National Grain and Grain Products Transportation§{ though no 


Committee held its monthly meeting at Chicago, August 25 and ff less, give 
26, to discuss a docket containing approximately 60 items, all of § teristics © 
which related to methods of increasing the efficient use of fa. § able relia! 
cilities for transporting grain and grain products. C. A. Lahey, 
vice-president, Quaker Oats Company, chairman, presided (see § movemen’ 
Traffic World, July 24, p. 210). 

A number of the items concerned curtailment or elimina. 
tion of circuitous movements. Considerable discussion centered 
on the subject of circuitous routing of grain from Kansas City 
to Memphis. F. S. Keiser, O. D. T. representative on the con- 
mittee, spoke strongly in favor of a resolution proposing that 
the Rock Island Lines take measures to discontinue transport- 
ing grain from Kansas City to Memphis via Wichita Falls and 
Ft. Worth, Tex. Though it was pointed out that some move- 
ments from Kansas and Oklahoma to Memphis were twice as 
long as movements over direct routes, a number of committee. 
men said that elimination of such routes would cause some 
mills to shut down operations. It was agreed that the items 
relating to circuity be continued until a later meeting, in order 
to afford members of the executive committee time to contact 
railroad executives in an effort to obtain cooperation in the 
matter. It was agreed that Mr. Lahey; Mr. Keiser; J. S. Brown, 
Chicago Board of Trade, and R. V. Craig, Allied Mills, meet 
with railroad traffic executives at Chicago, September 14, to 
discuss the committee’s plans as related to circuity and other 
matters concerning use of facilities for transporting grain. 

The committee passed a resolution recommending that the 
Commodity Credit Corporation ship wheat at the present time 
from Texas, rather than from the Pacific northwest, in supply- 
ing wheat to consignees in Arizona and New Mexico. Rail fe 
cilities from the northwest to those two states were more Cor- 
gested at present than were facilities from Texas, it was said. 


Mr. Keiser read a letter sent to him by Director Eastman, a 


in which Mr. Eastman said that the committee was no doubt pee 
largely responsible for the fact that, though there had no from a 
existed a large bank of box cars to move the spring wheat thi§ it wa. 
summer, almost none ofthat wheat had had to remain “on the ting 

ground” because of a shortage of cars. In his letter, Mr. East Th 
man said that if the members of the general committee wishel § jation 
to be designated as “consultants” to the O. D. T. he woull§ though 
approve their applications. The members, with the exception by the 
of Mr. Brown, submitted their applications as consultants 1§ take p 


Mr. Eastman. Mr. Brown said he did not wish to be subjeti “ 
to O. D. T. responsibilities. 


, milea 
It was agreed that in the future, the general committet§ jo¢ f 
would meet at Chicago bi-monthly, rather than monthly, and travel 


that the executive committee, which has been meeting monthly, “r 
would meet bi-monthly at Chicago, alternately with the general that | 
committee. The next meeting of the general committee will ®§ thira 


held October 20 and 21. haule 
ssiseton origin 

CAR SURPLUS REPORT a 

U. S. railroads reported an average daily surplus of 25,82 ‘eck 
freight cars for the week ended Aug. 21, according to the ca ing b 
service division of the Association of American Railroads. I those 


was made up as follows: Plain box, 9,134; auto box, 871; 
955; gondola, 2,711; hopper, 1,102; and miscellaneous, 11,052 
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‘lifridtpeking Volume Study 


tor Dell Freight hauling by truck on rural roads in 1940 amounted 
: "Gj, shout 59 billion ton-miles—47 billion on main roads and 12 
f Up tolmiilion on local roads, according to a study on the amount and 
hen thiiracteristics of trucking on rural roads reported by John T. 

Oadinomiynch, senior highway engineer-economist, and Thomas B. 
Sonahlmpmmick, associate highway engineer-economist, division of 
anta Femmighway transport, Public Roads Administration. 
tor cay Total rural hauling, according to the study, was about 68 

cent intrastate, and only about 32 per cent was interstate 
ies witha transstate. City-to-city hauling made up slightly more than 
lf of the total ton-miles. 
Truck vehicle-mileage fell off in 1942, but heavier loads 
ysulted in approximately the same ton-mileage on main roads 
sin 1940, said the authors whose report appears in “Public 
wads,” the publication of the roads administration, for July- 
August-September. : g 
Use of truck combinations has increased greatly, says the 
port. Frequency of both heavy gross loads and heavy axle 
yads increased from 1940 to 1942. Heavy gross loads were 
most frequent in the Pacific region, but heavy axle loads were 
most frequent in New England. 

The authors said the highway planning surveys conducted 
by the various states in cooperation with the Public Roads Ad- 
ministration, beginning in 1936, supplied the basic data for the 
study, and pointed out there were still deficiencies in informa- 
tion needed to compute the ton-miles of load hauled in a specific 
year on main and local roads throughout the Unite States. 


However, they continued, it was thought that the available 
data were sufficient to permit the preparation of estimates that, 
though not entirely accurate in some details, would, neverthe- 
les, give a comprehensive picture of the amount and charac- 
tristics of trucking on rural roads that would have consider- 
able reliability in its broad outlines and would lead to a better 
Lahey, § understanding of the function of highway transportation in the 
movement of commodities. The year 1940 was selected as the 
base for the estimates because, said the authors, it was the 


} box car 
> Carload 
had been 


One box 
50 feet, 
uld have 
the size 
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1€ sery. 


liming. § last year before the war activities began to make important 
ntered @ changes in traffic trends. 

ap Competitive Traffic 

ig that “One of the questions in which students of the economics 
nsport- @ of transportation are especially interested is the extent to which 


the movement of freight by highway is competitive with move- 
ment by rail or water, and the extent to which it is tributary 
or supplemental to other transport,” say the authors. “This 
question could be clearly answered only after a thorough study 
of origins and destinations of individual trucks passing specific 
stations, as recorded in the survey notes. It would be neces- 
sary to consider the possibility of alternate means of transport 
ineach individual case in order to evaluate accurately the com- 
petitive movement. To make such a detailed study on a na- 
tionwide, or even a statewide basis would be a vast undertak- 
ing, at a cost entirely out of proportion to the results achieved. 
However, a study of the estimates based on the general origin 
and destination tables of the highway planning survey will 
n permit the placing of probable minimum and maximum limits 
on the extent of the competitive movement and will lead, in 
other respects, to a clearer understanding of the function of 
tucks and the highways on which they travel, in the move- 
ment of goods.” 

A large part of the movement from rural origin to rural 
destination was undoubtedly between the farm and the nearest 
small town or railroad siding, and was, therefore, tributary or 


—_ supplemental rather than competitive, said the authors, adding 

4 that it was possible that some freight traveled by highway 

xt this from a rural area to a distant small town or rural area, but 

on the = improbable that such movements were of large propor- 
Ons. 

ba’ The movement between cities with more than 1,000 popu- 


lation, classed as “urban-urban,” was more largely competitive, 

ough it was probable that some of this movement was induced 
by the availability of truck service and would not otherwise 
take place, said the report. 

_ “For all rural roads, main and local combined, the truck- 
Mileage between rural and urban areas amounted to about 
126 billion, compared to about 10.9 billion for urban-urban 
travel and 6.4 billion for rural-rural travel,” said the report. 

“Though the truck mileage from city to city was less than 
that between rural and urban areas, and little more than a 
third of the total for all three classifications, the ton-mileage 
hauled between cities was greater than that of the other two 
origin and destination classifications combined. This is because 
a greater proportion of the trucks operating between cities 
were loaded, and the average load was greater than for other 
trucks, Figure 8 shows that 72.2 per cent of the trucks operat- 
Ing between cities were loaded, compared to 63.4 per cent of 
those operating between urban and rural areas and 56.2 per 
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cent of those operating between rural areas. Figure 9 and 
table 11 show that the average carried load was about 4.0 tons 
for the urban-urban trucks, 2.5 for the rural-urban and urban- 
rural trucks, and 2.3 tons for the rural-rural trucks. The re- 
sulting ton-miles of carried load were 31.1 billion for the 
urban-urban, 19.9 billion for the urban-rural and rural-urban, 
and 8.1 billion for the rural-rural classifications, as indicated 
by the areas of the rectangles in figure 9.” 


Wartime Trends 


With respect to the 1942 estimates in the study the authors 
directed attention to the effect of the war on highway traffic 
movements, pointing out that, among other developments, haul- 
ing to cantonments and war plants had increased to large pro- 
portions, while hauling in many other categories had decreased. 

“One of the surprising facts discovered in the 1942 survey 
was that the percentages of both single-unit trucks and com- 
binations running empty were higher in 1942 than in previous 
years, in spite of the efforts of the Office of Defense Transpor- 
tation to bring about fuller utilization of truck capacity,” said 
the authors. 

One reason for the increase in empty trucks, it was sug- 
gested, was that trucks hauling loads to cantonments or con- 
struction jobs generally could not obtain return loads. That 
did not fully explain the very high percentage of empty single- 
unit trucks, however, which was 50 per cent or more in a num- 
ber of states, said the report, adding that it seemed probable 
that there was a considerable use of light trucks to transport 
people, caused by restrictions on the purchase of new automo- 
biles, tires and gasoline. 

The study showed that, on main roads, combinations were 
18 per cent of all trucks in 1936, 21 per cent in 1940 and 26.7 
per cent in 1942. 

“There is considerable evidence to indicate -that the ton- 
nages hauled by large truckers were much greater in 1942 than 
in 1940,” said the report. 

The report includes many charts and statistical tables, the 
underlying data on the various phases of the study being set 
forth in great detail. 


TRUCK LOADINGS 


Two hundred and twenty-nine for-hire motor carriers oper- 
ating in 40 states have reported to the American Trucking .Asso- 
ciations, Inc., that they hauled 1,806,499 tons of freight in July, 
a decrease of 1.3 per cent under June when they hauled 1,829,594 
tons, but an increase of 9.3 per cent over July last year when 
they hauled 1,652,188 tons. The A. T. A. index figure, based on 
the monthly average of the three years, 1938, 1939, and 1940. 
as representing 100, stood at 192.67 for July as against 194.60 
for June. 


SOUTHEAST ADVISORY BOARD 


The Southeast Shippers’ Advisory Board will hold its fall 
meeting at the Ansley Hotel, Atlanta, Ga., September 9. The 
speaker at a luncheon on that day, sponsored jointly by the 
board and the forum committee of the Atlanta Chamber of 
Commerce, will be Paul G. Hoffman, president, Studebaker 
Corporation, South Bend, Ind., chairman of the committee 
for economic development. Louis F. Gordon, vice-president, 
Citizens and Southern National Bank of Atlanta, will preside. 

At the business session, at which Ray A. McCaffrey, general 
chairman of the board, will preside, there will be reports from 
commodity carloading committees and from railroad repre- 
sentatives. Speakers will include Warren C. Kendall, chair- 
man, car service division, Association of American Railroads; 
T. M. Healy, district manager, car service division, and A. W. 
Vogtle, manager of traffic, DeBardeleben Coal Company, 
Birmingham, Ala., former president of the National Associa- 
tion of Shippers’ Advisory Boards. 

The board’s executive committee, railroad transportation 
committee and railroad traffic ¢dommittee will meet at the 
Ansley Hotel, September 8. 


National Advisory Board Meeting 


The annual meeting of the National Association of Ship- 
pers’ Advisory Boards will be held at the Jefferson Hotel, 
St. Louis, October 15. It will be a one-day “skeletonized” 
affair and there will be no attempt to obtain a large attend- 
ance. 

In a letter to G. H. Shafer, general traffic manager, Weyer- 
haeuser Sales Company, St. Paul, Minn., president of the 
association, H. F. McCarthy, director, division of traffic move- 
ment, Office of Defense Transportation, says he assumes the 
members of the association’s board “are familiar with the 
policy of the O. D. T. in discouraging all group gatherings 
in an effort to conserve passenger travel,” but that the O. D. T. 
“must respect” the decision to hold the meeting “as having 
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been reached after careful thought on the part of men com- 
pletely familiar with the transportation situation.” The ship- 
pers’ advisory boards, he adds, play an important part “in 
domestic transportation conservation and efficiency programs.” 
Continuing, the letter says: 


In conformity with the general request the O. D. T. has made on 
all groups, I urge that you keep attendance at the practical minimum 
in order that our overburdened passenger carrying facilities be not 
further taxed and also in order that your association may add its active 
leadership to the passenger travel conservation program. I commend 
your plans to hold a skeletonized annual meeting and note that there 
will be no attempt made to secure the attendance of large delegations, 
that families will not be invited, and that the conduct of the affairs 
of the meeting will be limited strictly to business sessions attended 
only by accredited delegates. 

The foregoing expression, of course, pertains only to the annual 
meeting which does involve long distance travel. The regional meetings 
which take place throughout the year do not involve long distance 
travel and, of course, it is our belief that they should be continued as 


in the past, having in mind their important place in the war transport 
picture. 


President Shafer has appointed the following committees 
for the meeting: 


Nominating: Chairman, E. A. McCaffrey, general chairman, South- 
east Shippers’ Advisory Board; John A. Reed, Central Western Board; 
Gordon Tongue, Pacific Northwest Board; Charles H. Vayo, Atlantic 
States Board; S. E. Gates, Pacific Coast Board. 

Resolutions: Chairman, Joseph P. Gudger, Southwest Advisory 
Board; F. A. Schleifer, Mid-West Board; E. C. Jepson, Allegheny 
Board; ifaurice T. Otto, Ohio Valley Board; J. George Mann, North- 
west Board; H. J. Goudelock, Trans-Missouri-Kansas Board; Frank 
Armstrong, Great Lakes Board. 


N. I. T. L.-Rail Meetings 


Traffic executives of the railroads will meet with members 
of the executive and legislative committees of the National 
Industrial Traffic League at the Blackstone Hotel, Chicago, 
the afternoon of September 14 to discuss pending legislation 
in Congress affecting territorial and interterritorial rates. 
Accounting and legal committees of the Association of Amer- 
ican ‘Railroads have already held meetings to prepare for 
hearings on the bills before congressional committees which, 
it is expected, will be held after Congress resumes after its 
vacation. 

The rail traffic executives will hold one of their regular 
periodic meetings at the Blackstone, September 14 and 15 to 
consider what was described as a “docket of routine matters” 
in addition to the legislative matters. The two committees 
of the N. I. T. L. will meet at the Palmer-House the morning 
of September 14 to decide what part the League will take in 
the hearings, and will report their determinations to the railroad 










men were most interested in were those bills that wou] 
rates, it was asserted. 
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EXPORT DECLARATIONS 


J. C. Capt, director of the Bureau of the Census, has issued 
the following notice to collectors of customs, exporters and 
others concerned: 


Effective immediately Shipper’s Export Declaration (Commerce 
Form 7525-V) and Defense Aid (Lend-Lease) Shipper’s Export Declara. 
tions (Commerce Fo:1m 7525-DA-V) will not be required for shipments 
of sea stores, ships’ stores, vessel supplies and vessel equipment Of the 
departing vessel. This decision applies to vessel sailing under both 
United State and fcreign flags. 


CONTROL OF IMPORTS AND EXPORTS 
“Exporters shipping cargo by plane which is essential to 


modities, § 
territory, 

yithin 
gilroads 1 








the war program and in quantities sufficient to meet only urgen; fit is hope 
requirements may request an air priority rating,” says the Office gmt, the © 
of Exports, Office of Economic Warfare, in its current expor fis, howev' 
bulletin No. 114. by revam 
“Important air shipments, particularly drugs and chem. gd acade’ 
icals,” it says, “have suffered unnecessary delay because ex. As to 
porters failed to request air priority ratings. Requests for air@ ple to + 
priority ratings should be directed to the air transportation obligation 
division. Office of Economic Warfare, Washington 25, D, ¢ gmodities ' 
(telephone EXecutive 7030, extension 2266). Requests for air § smrollin: 
priority ratings may be made when the license application js § ™t 189° 
submitted or at any time thereafter.” ale 
The export bulletin outlined information to be embodied in aeey 4. 
requests for air priority ratings. the indivi 
Other subject matters covered in export bulletin No. 114 The | 
are: retarding 
Exportation of urexposed photographic film, dry plates, and photo- and om 
graphic paper; export of chemicals requiring release from War Pro- princip — 
duction Board: change in distribution of Argentine certificates of neces. believe tl 
sity; extension of general licenses for French possessions in the South of the sc 
Pacific; R. P. M. required on applciations to export certain internal @ of the na 
combustion engines; bristle brushes information required for export. Merr 
represent 
i ? paper an 
Paper Conference Rate Principles |‘ | 

The Southern Paper Manufacturers’ Traffic Conference, 

of which J. D. Patterson, general traffic manager, Union Bag 
and Paper Company, is chairman, has prepared, in pamphlet The 
form, a “Statement of Freight Rate Making Principles” in ru! 
which it outlines the principles advocated by the conference x hin 
“since its organization.’ A restatement is necessary, it says, sitchin 

because “certain influences” threaten to “black out” those Fath 

principles. The influences, it adds, are the report on regional- §% OMe! 


ized freight rates of the Tennessee Valley Authority; the re- § mmenc 





pears dustrial 
i port of the Board of Investigation and Research—Transporta- 
a tion on interterritorial freight rates; the bills introduced in § ‘tent 
It was not expected that the rail traffic men would concern (Congress intended to establish uniform freight rates through- | /cey; 
themselves especially with legislation intended to regulate the out the country, and, “to a limited extent, discussion on andj ''S: 
activities of rate bureaus. That, it was said, was primarily off the record in the class rate investigation now pending 
a matter for the legal minds to worry about. What the traffic pefore the Interstate Commerce Commission.” 
m The reports of the T. V. A. and the Board of Investiga- Ac’ 
. 7 tion and Research, says the pamphlet, are theoretical treatises. J remova 
Revenue Freight Loading The former, it adds, advocates a rate structure that would § fuel foi 
i have a “serious adverse effect” on the south and southwest, § west. 
Revenue freight loading the week ended August 21 totaled and the latter was prepared “without the benefit of real knowl § oils but 
891,197 cars, according to the Association of American Rail- edge of the practical needs of the south and southwest from § becaus 
roads. This was 4,032 cars, or five-tenths of one per cent, above freight rate standpoint.” _ | produc 
the preceding week, 21,763 cars, or 2.5 per cent, above the The proposed freight rate legislation, it says, “is attrib Th 
corresponding week last year, and 8,591 cars, or one per cent, utable to the two documents mentioned and erroneous it- § the eas 
below the corresponding week of 1941. Statistics prepared by formation given out fram time to time as the result of this § compar 
the A. A. R. car service division follow: agitation over southern and southwestern freight rates.” Th § to rep 
Revenue Freight Car Loading—Week Ended Saturday, Aug. 21 
Grain and Live Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C.L. Miscellaneous ‘Totd §. M 
{ 1943 56,225 16.273 176,489 14,528 48,178 88,709 101,113 389,682 891,19 § it say: 
Total all roads .............++.- 4 1942 49,672 14,731 160,710 14,004 52,030 86,027 89,547 402,713 369,4% # moditi 
| 1941 43,625 12,014 169,691 12,941 50,469 77,019 157,102 376,927 899,78 F of Ge 
Preceding week August 14........ 1943 57,398 14,988 177,027 14,385 49,085 88,670 100,625 384,987 887,16 f Portla 
Per cent increase over............ 1942 13.2 10.5 9.8 3.7 3.2 12.9 23 S 
Per cent decrease under.......... 1942 7.4 2 35, es 
Per cent increase over......... “oo D4 28.9 35.5 4.0 12.3 15.2 3.4 cer 
Per cent decrease under.......... 1941 4.5 35.6 10 ; mer 
{1943 1,677,287 457,158 5,485,589 486,142 1,430,507 1,687,493 3,235,514. 12,595,177 27,054," J lots o 
Cumulative 34 weeks to Aug. 2111942 1,349,736 398,856 5,433,815 475,703 1,641,353 1.921.355 3.991.115 12,625,103 27,837.08 | War 
(1941 1,313,581 361,774 4,729,364 440,383 1,409,234 1,693,915 5,273,624 11,592,944  26,814,80 I 
Per cent increase over............ 1942 24.3 14.6 1.0 2.2 and 1 
Per cent decrease under.......... 1942 12.9 12.2 18.9 2 2s laid ¢ 
Per cent increase over............ 1941 27.7 26.4 16.0 10.4 1.5 8.6 ‘ suppl 
Per cent decrease under.......... 1941 4 38.7 ( 


Per cent to 15-year average, 114.2. 
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wnference, it says, is “opposed to direct legislative rate 


The conference “believes in the destination principle of 

ing interterritorial freight rates,” says the pamphlet, de- 
gibing that principle as the application of “the destination 
el to determine rates on interterritorial hauls.” Under 
that principle, it says, “all shippers located in a destination 
ate region and all shippers located in other regions, but ship- 
jing into the destination region, would enjoy equality of op- 
prtunity under the same rate system and level, distance con- 
dered.” It points out that, on paper and paper articles, 
giginating in the north and east and in Western Trunk Line 
jeritory, and destined to the south, the rates are on the 
guthern level, distance considered, but that, on those com- 
modities, shipped from the south and southwest to Official 
jeritory, the rates are ten percent higher than the rates 
yithin Official Territory. The conference has requested the 
gilroads to remove that “penalty,” says the pamphlet, and 
t is hoped that it will be “voluntarily eliminated.” If it is 
jot, the question will be taken to the Commission. There 
i, however, it adds, “no need to create havoc and chaos 
jy revamping the national rate structure along theoretical 
and academic lines in an effort to get the penalty eliminated.” 

As to intraterritorial rates, the pamphlet says the prin- 
ple to be followed is to adjust freight rates “so that the 
ibligation to pay falls on that commodity or group of com- 
modities which can afford to pay.’ If costs were made the 
entrolling factor, it says, and the “inconsequential” risk ele- 
ment ignored, “the same freight rate would apply on twenty 
ins of cast iron stoves as on twenty tons of hosiery between 
any two given points.” The existing system, which takes ability 
to pay into account, “follows somewhat the same principle as 
the individual income tax system,” it points out. Q 

The present system of freight rates “has not and is not 
retarding the pace of industrial development in the south 
and southwest,” says the pamphlet in conclusion. “If these 
principles are developed to their utmost possibilities we firmly 
believe that not only our particular industry but all industries 
of the south and southwest, as well as the economic stability 
of the nation as a whole, will be best protected and preserved.” 

Members of the conference, according to the pamphlet, 
represent 95 percent of the production of woodpulp, pulpboard, 
paper and paper articles in Virginia, Tennessee, North Carolina, 
South Carolina, Georgia, Florida, Alabama, Mi£ssissippi, 
Arkansas, Louisiana and Texas. 


NEW NOTE TO DEMURRAGE RULE 9 


The railroads have agreed to publish a new note to demur- 
rage rule 9, section B, paragraph 2, definition of intraplant 
witching service, as follows: “Note.—The term ‘intraplant 
switching service’ will be applied as defined in the switching 
or other tariffs of this railroad.” This is substantially as rec- 
mmended by the demurrage committee of the National In- 
dustrial Traffic League and will be published in Agent Jones’ 
current demurrage tariff if no objections are made, E. F. 
Lacey, executive secretary of the League, has advised mem- 
bers. 


PETROLEUM TRANSPORTATION 

Acting Petroleum Administrator Davies has announced 
removal of a prohibition on river barge deliveries of motor 
fuel for the east coast area from the middle west and south- 
west. The barges were desired for transportation of heating 
oils but Mr. Davies said the restriction was no longer necessary 
because increased transportation facilities for moving petroleum 
products were now available. 

The average daily movement of petroleum in tank cars to 
the east area the week ended Aug. 21 was 867,493 barrels as 
compared with 928,716 barrels the preceding week, according 
to reports received by the Petroleum Administration for War. 


CEMENT HAULAGE ORDER 


_ Moving to conserve railroad box-car space, badly needed, 
it says, for the movement of grain and other essential com- 
Modities, the War Production Board has extended the controls 
of General Haulage Conservation T-1 to bulk deliveries of 
Portland cement, effective Sept. 24. 

Schedule 1 to the haulage conservation order, issued Aug. 
25, establishes more than 90 zones outside of which Portland 
cement of given specifications may not be shipped by rail in 
lots of 20,000 pounds or more, save with prior authority of the 
War Production Board. 

Dr. William Y. Elliott, director of W. P. B.’s stockpiling 
and transportation division, said that the zones had been so 
laid out that a purchaser of cement could call on any of several 
suppliers entitled to ship to him without special authority. 

Out-of-zone deliveries for the army or navy may be made 
upon a prescribed certification, signed by a duly authorized 
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officer. All such deliveries, however, must be reported to 
W. P. B. within ten days of shipment. 

No accurate estimate of the number of ton-miles to be 
saved by the new schedule was available at this time, W. P. B. 
officials said, but it was known that substantial relief would 
be afforded railroads by curtailment of excess and cross haul- 
ing of cement. 





CAR DESIGNER GETS WAR AWARD 


For his work in designing a railroad car capable of oper- 
ation over.tracks of all gauges, Dwight Richards, an employe 
of the Buda Company, Homewood, Ill., has been selected to 
receive the Chicago Tribune’s war workers’ award for July. 
The award, consisting of a diamond-studded gold pin, is made 
by the newspaper monthly to a civilian employed by a war 
plant for services in helping to win the war. 

Mr. Richards tackled the problem of the variable-gauge 
car after the need for such equipment had been stated by 
Brig. Gen. Carl Gray, Jr., commander of the U. S. Army mili- 
tary rail service. His design includes the mounting of the car 
wheels separately on stub axles attached to steel frames, run- 
ning lengthwise, which may be moved inward or outward to 
fit the gauge over which the car is to be operated. Two types 
of such cars are now in use by the military rail service. One 
is a maintenance car, carrying 12 men and maintenance sup- 
plies, powered with a 5444-horsepower engine, and the other 
is a small inspection car, carrying four men, with a 7.7 horse- 
power engine. 

Col. Dan C. Hardt, sixth zone transportation officer, U. S. 
Army, was scheduled to make the presentation of the award 
to Mr. Richards in ceremonies to be broadcast over radio 
station W. G. N. the evening of August 26. 


Shipbuilding Coordination 


Chairman Nelson, of the War Production Board, has an- 
nounced that “the first attempt in history at international 
coordination in shipbuilding’ has begun to show results in 
better war-time design, construction, and use of combat and 
cargo vessels. The plan, said he, was born of the fresh neces- 
sities of the situation a few months ago “when it became evi- 
dent that the war, which we were getting well prepared to 
win on land and in the air, could well be lost meanwhile at 
sea unless extraordinary measures were taken immediately.” 

William Francis Gibbs, W. P. B. controller of shipbuilding, 
was selected as chairman of the combined shipbuilding com- 
mittee, the membership of which includes U. S. naval and 
Maritime Commission officers and British and Canadian naval 
and merchant marine officials. 

The objective, said Chairman Nelson, was simplification 
and standardization of design whereby less material would be 
used, the work would move more rapidly through the factories 
and shipyards, and the forward components could always be 
installed in the forward hulls even though they had originally 
been intended for some other hulls. Continuing, he said: 


The first problem faced by the committee was that of propulsion for 
the new fast Victory cargo ship. Geared turbines were preferred for 
economy in performance. The navy’s requirements had been provided 
for and there was already some increased turbine production coming 
through for the additional ‘‘C’’ type Maritime cargo ships planned. 
However, a supply of turbines and gears in addition for any substantial 
quantity of Victory ships was just not available, and new facilities 
would take too much time as well as new plants and tools. 

All the turbine manuacturers and marine users were brought into 
consultation, as were all others who might contribute anything towards 
a solution of this problem which had proved unresponsive to individual 
efforts thus far. An exhaustive but quick combined study by all con- 
cerned revealed that the number of types of geared turbines could be 
reduced from 27 to 9. 

This one simplification and standardization effort, together with the 
subsequent agreement on a simple design for the Victory ship equip- 
ment, resulted in such savings in time, materials and new facilities that 
additional geared turbines became available for as many as 350 of the 
Victory ships in 1944. Capacity had thus been opened up so that three 
and a half million tons of fast ship production could be equipped with 
geared turbines of the proper characteristics. This increase in geared 
turbines was made available from existing plants, equipment and labor 
with only minor and incidental increases in facilities. This was a con- 
tribution of obviously the most creative sort to the war effort, and indi- 
cates what can be accomplished through simplification and standardiza- 
tion. It made unnecessary the construction of new facilities for making 
less desirable reciprocating type of engines which was the only other 
kind of propulsion that might have been made available in acceptable 
time. 

In like manner it was found possible to cut the varieties of turbo 
generator sets for power and lighting of ships from 77 to 17, with com- 
parable savings and with the necessary performance still maintained. 

This remarkable and prompt simplification has been in large part 
due to the whole-hearted cooperation of industry. 

Tugboats were made of steel in this country alone in 23 types, and 
it was found that these could be cut to 7 and still serve amply the same 
purposes. 

The committee has also recommended that the number of types of 
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escort vessels built for the United States, Canadian and British navies 
be cut drastically with consequent savings and speeding up of the pro- 
gram, 

These and other accomplishments of the committee in its first 90 
days recently completed have been not only remarkable in themselves 
but even more so in their indication of what further substantial econ- 
omies in capital investment, in materials and in time may be expected 
in the future from this sort of cooperation. 

Incidentally, it is a tribute to the calibre of the members and to 
the thoroughness and fair-mindedness with which the facts have been 
sought, that this relatively large committee of strong characters, reflect- 
ing initially a variety of divergent viewpoints on most of the matters 
studied, has thus far evidenced a remarkable unanimity of opinion. Such 
early proven capacity of this committee as a calm, fair, and able servant 
of the armed services, Maritime Commission and the War Production 
Board in a highly technical and usually controversial field augurs well 


for the effective handling of shipbuilding matters by the United Na- 
tions from here on. 


W. S. A. RATE ORDERS 


Under terms of its rate advice No. 66, the War Shippin 
Administration has authorized a rate of 29 cents a barre 
and a surcharge of 193 per cent for the transportation of bulk 
petroleum and petroleum products in tankers of over 3,000 
gross tons, operated for the account of the W. S. A., from 
designated ports in the Netherlands West Indies to designated 
ports in Central America, effective on loadings completed on 
and after Aug. 18. 

The W. S. A., in its rate advice No. 67, has authorized a 
rate of $6.21 a long ton and a surcharge of 181 per cent for 
transportation of bulk petroleum and petroleum products in 
tankers as described in rate advice No. 66, between specified 
Caribbean ports to Para, Pernambuco and Rio de Janeiro, 
Brazil, effective on loadings completed on and after Aug. 18. 

In its rate advice No. 68, the W. S. A. has authorized a 
rate of 17% cents a barrel and a surcharge of 213 per cent 
for transportation of bulk petroleum and petroleum products in 
tankers as described in rate advice No. 66, with respect to 
cargoes on which loading is split between Caripito, Venezuela, 
and Trinidad, British West Indies, with discharge at Port 


de France, Martinique, effective on loadings completed on and 
after Aug. 19. 


Postal Accounting Study, Ete. 


A comprehensive study of postal accounting, cost ascertain- 
ment and postage rate fixing will be made for the Post Office 
Department by Charles A. Heiss and Allen B. Crunden, retired 
comptroller and retired assistant comptroller, respectively, of 
the American Telephone and Telegraph Company, Postmaster 


General Walker has informed all postmasters, supervisors and 
postal personnel. 


“One of the most important tasks undertaken by the Post 
Office Department in many years has just been started—a task 
that will have an effect, for years to come, on postal revenues 
and expenses and on the cost and efficiency of our service to the 
public,” said Mr. Walker of the study. 


For the study, said he, he had been fortunate enough to 


obtain “the services of two of the ablest leaders in the account- 
ing field.” 


“The problems which they handled for their great public 
utility company are similar to those of the postal establish- 
ment,” he continued. “Postal revenues are now at a level of 
about $900,000,000 a year, and American Telephone and Tele- 
graph revenues are comparable in amount; the two organiza- 
tions have about the same number of personnel. Both have the 
problem of rates in relation to revenues and expenses.” 

Continuing, Mr. Walker said: 


Methods devised to handle the accounting and cost work of the 
huge telephone and telegraph systems will be compared with those of 
the postal service. We will be able to determine if it is profitable 
to adapt some of the company’s methods tc our own operations. The 
postal establishment then can be certain that it is as efficient as one 
of our most famous big businesses—and, possibly, more efficient. 

The two experts are making an exhaustive study of all costs in the 
postal service and of the methods used in computing them. They will 
submit a written report and recommendations for improvements in 
postal accounting and cost ascertainment. 


The findings in that study and report will provide a basis for the 
determination of rates of postage which each class of mail should pay, 
for the establishment of improved postal practices, and for the bringing 
of our service to the highest possible level of efficiency. 

The first and most important purpose of the Post Office Department 
is the delivery of the mails with celerity, certainty and security and at 
the lowest feasible cost. In addition to this great responsibility, we 
have the special services for the public, such as postal savings, money 
orders, special delivery and the like. All postal activities involve reve- 
nues, expenditures: and the care of government and trust funds, 
amounting annually to more than 14 billions of dollars. 

The science of mail handling and transportation takes years of 
study and practical experience. The establishment of transportation 
rates is a most complicated process, and when it concerns the postal 
rate structure, it becomes more so. The protection of revenues and 
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trust funds calls for exactness in operations and the employment of th, 
best accounting methods possible. I wish postmasters and alj : 


personnel to epply themselves to these subjects with diligenss re 
thoroughness. 


We have had for some 20 years a cost ascertainment System, 
Fundamentally, it is said to be sound, and the formulas used have been 
passed upon by some of the best accounting experts in the country 

It has been found in a number of instances, however, that post, 
masters and supervisors in some of our postal units have not acquired 
an understanding of the purpose of cost ascertainment such as would 
cause them to interest themselves in seeing that the counting of the 
mail and compilation of statistics incident thereto is well done. Please 
give such matters your utmost care. 

I am directing that a study be made of the possibilities for im- 
provement in this important work so that we may receive full benefit 
from its operation. An endeavor also will be made to determine ynit 
costs for handling the numerous postal and financial operations, Every 
one of us must display a real interest in this problem and devise 
means that will enable us to determine costs accurately so that im. 
p:ovements may be made. If we could save 1 cent on each money order 
issued, for instance, it would mean a saving of $3,160,000 annually 
This same principle applies to our mail handling problems. The smalj 
savings that we make in handling each of 33 billion pieces of maj 


yearly and on each of the millions of special service transactions, after 
all, are what count. 


It is to such problems as these that Messrs. Heiss and Crunden will 
direct their attention. I shall be glad to learn of any suggestions which 
may be helpful to them in the course of their studies. 


A. T. A. OCTOBER MEETING IN CHICAGO 


The national conference on wartime motor transport prob. 
lems of the American Trucking Associations, Inc., heretofore 
scheduled to be held in Cincinnati, O., will instead be held in 
the Sherman Hotel in Chicago, Oct. 19 and 20. The meeting 
place was changed, said A. T. A., at the suggestion of the Office 
of Defense Transportation. It is planned to hold a similar 
conference at Cincinnati in 1944. 


PORT AUTHORITIES MEETING 


The tentative dates set for the annual meeting of the 
American Association of Port Authorities some months ago 
have been made official (see Traffic World, May 8, p. 1095). 
The dates are October 20 to 22 for the general meeting and 
October 19 for the meeting of the executive committee and 
board of directors. The meetings will be held at the Roosevelt 
Hotel, New Orleans, La. 


I. C. C. APPOINTMENT 

Secretary Bartel has announced that the Commission has 
appointed Cecil E. Calvert as assistant director of its Bureau 
of Motor Carriers, to succeed Colonel Herbert Qualls “during 
the absence of the latter in the military service.” 

According to the announcement, Mr. Calvert has been with 
the motor carrier bureau seven years and has served as dis- 
trict supervisor, general supervisor and field assistant. Before 
coming to the Commission, he had acquired more than 15 years 
of transportation experience, having been employed by the 
Southern Railway Co. and having operated a motor carrier 
business in Washington, D. C., Secretary Bartel said. 

It was stated that Colonel Qualls was now in the head- 
quarters of General Marshall, army chief of staff, and had 
been in the army since March, 1941, at which time he was a 
captain in the officers’ reserve corps. 


NORTHERN PACIFIC ANNIVERSARY 

September 8 will mark the sixtieth anniversary of the 
completion of the transcontinental line of the Northern Pacific 
Railway, but officials of the railway say that they are too 
busy moving military and essential civilian traffic to take 
time off to celebrate. The charter of the railway was authorized 
by Congress and signed by President Lincoln in 1864. Con- 
struction was begun in 1870, and the driving of the golden spike, 
marking completion of the project of linking the Great Lakes 
with the north Pacific coast, took place at Gold Creek, Mont. 
September 8, 1883, in the presence of a large company, headed 
by Henry Villard, president of the railway. General U. S. 
Grant was a guest. Officials of the railroad call attention 
to the fact that, among the original objectives of the construc- 


tion, were military protection for the frontier and a short 
direct route to the Orient. 


PACIFIC CAR DEMURRAGE 


The Pacific Car Demurrage Bureau reports 33,755 cals 
held overtime in June of this year, a percentage of 8.71, a 
compared with 25,354 in June, 1942, a percentage of 7.49. 


You may either write or wire our Washington offic 
for information concerning matters in any department 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 


August 28, 
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Gwe Bond Selling Responsibilities Double! 


Starting September 9th, your Government will conduct the 
greatest drive for dollars from individuals in the history of the 


world—the 3rd War Loan. 


This money, to finance the invasion phase of the war, must 
come in large part from individuals on payrolls. 


Right here’s where YOUR bond selling responsibilities 
DOUBLE! 


For this extra money must be raised in addition to keeping the 
already established Pay Roll Allotment Plan steadily climbing. 
At the same time, every individual on Pay Roll Allotment 
must be urged to dig deep into his pocket to buy extra bonds, 
in order to play his full part in the 3rd War Loan. 


Your now doubled duties call for these two steps: 
1. If you are in charge of your Pay Roll Plan, check up on 


it at once—or see that whoever is in charge, does so. See 
that it is hitting on all cylinders—and keep it climbing! Sharply 


increased Pay Roll percentages are the best warranty of sufh- 
cient post war purchasing power to keep the nation’s plants 
(and yours) busy. 


2: In the 3rd War Loan, every individual on the Pay Roll 
Plan will be asked to put an extra two weeks salary into War 
Bonds—over and above his regular allotment. Appoint your- 
self as one of the salesmen—and see that this sales force has 
every opportunity to do a real selling job. The sale of these 
extra bonds cuts the inflationary gap and builds added post- 
war purchasing power. ; 


Financing this war is a tremendous task—but 130,000,000 
Americans are going to see it through 100%! This is their own 
best individual opportunity to share in winning the war. The 
more frequently and more intelligently this sales story is told, 
the better the average citizen can be made to understand the 
wisdom of turning every available loose dollar into the finest 
and safest investment in the world—United States War Bonds. 


BACK THE ATTACK jj With War Bonds! 


This space is a contribution to victory today and sound business tomorrow by TRAFFIC WORLD 








496 








Questions and Answers 


In this column will be answered questions of both legal and 
® practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Notice of Claim—What Constitutes 


New Jersey.—Question: I have a question and would like 
to know if you can find out whether there is a favorable deci- 
sion, and quote the decision. 

We made a shipment on July 16, 1941, of a large order, over 
a common carrier, which consisted of several carloads. The 
original movement was via ship and the final movement was 
from the ship to destination in box cars. When the shipments 
arrived at destination there were shortages in counts. 

We have a communication from the carrier admitting these 
shortages, but through some error the claim was not filed 
within the period designated in the bill of lading. Our conten- 
tion is that their acknowledgment of shortage was sufficient to 
waive the provision in the bill of lading, and that a claim might 
follow within a reasonable length of time. 

The question we would like to have answered is whether 
an admission by the carrier in writing that the shipment 
checked short is sufficient to waive the time limit of nine 
months for filing claim. 

Answer: It is very generally held that the filing of a claim 
as required by the bill of lading is a condition precedent to 
recovery. See Watts vs. Southern Ry. Co., 138 S. E. 290 (cer- 
tiorari denied, 48 S. Ct. 764); Wholesale Coal Co. vs. C. & O. 
Ry. Co., 114 S. E. 715; Farmers’ Grain & Supply Co. vs. A. T. 
& S. F. Ry. Co., 242 Pac. 151; American Railway Express Co. 
vs. The Fashion Shop, 10 Fed. 2d 909. 

It has been held in several cases that the provisions of the 
bill of lading requiring notice of claim, or the filing of a claim 
cannot be waived. See Rogers & Co. vs. Eastern Carolina Ry., 
118 S. E. 885; Stern vs. American Railway Express Co., 198 
N. Y. S. 531; Browning-King & Co. vs. Davis, 199 N. Y. S. 775; 
Jenckes Spinning Co. vs. N. Y. N. H. & H. R. R: Co., 129 Atl. 
815; G. F. & A. Ry. Co. vs Blish Milling Co, 241 U. S. 190, 36 
— 541; C. & O. Ry. Co. vs. Martin, 283 U. S. 209, 51 S. Ct. 

In the West Arrow, 80 Fed. 2d 853 it is held that a car- 
rier’s knowledge of damage to goods will not excuse the failure 
of the owners of cargo to file notice of claim and claim for loss 
in accordance with the requirement of the bill of lading. See 
also, to the same effect, Douglas Shoe Co. vs. Pere Marquette 
Ry: Co., 217 N. W. 12. 

In Schaff vs. Ike Exstein & Bros., 270 S. W. 589, it is held 
that neither notice of shortage, nor knowledge of the agent of 
the bill of lading carrier was sufficient notice of claim. 

As regards the sufficiency of the notice of a claim, or of a 
claim, for loss of, or injuries to, property shipped, the stipula- 
tion requiring such notice or claim is given a reasonable con- 
struction, and it is very generally held or recognized that no 
particular form of notice or of claim is necessary, that neither 
formality nor technical exactness is necessary, and that a sub- 
stantial compliance with the stipulation is all that is required. 

There must be at least a substantial compliance with the 
requirement that a claim be filed. It must possess the charac- 
teristics of a claim; that is to say, it must amount to a demand 
for compensation. 

In Bond Stores vs. Overland Package Freight Service, 13 
N. Y. S. 2d 928, the court said: 


Although there have been numerous cases dealing with this sub- 
ject, neither counsel nor the Court has been able to find any case 
which sets forth, with any degree of preciseness, just what the essen- 
tial elements of the claim are. Since this is an interstate shipment 
federal law is binding-on this question. The law with respect to claims 
has been set forth in the cases of Georgia, Florida & Alabama Ry. Co. 
vs. Blish Milling Co., 241 U. S. 190, 36 S. Ct. 541, 60 L. Ed. 948; 
Anchor Line vs. Jackson, 2 Cir. 9 Fed. 2d 543; Browning-King & Co. 


- Sales—Passage of Title Where Freight Allowed to Destinatioy 
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vs. Davis, 120 Miscl. 520, 199 N. Y. S. 775 and Dworsky ys. Penns, 
vania R. R. Co., 160 Miscl. 360, 289 N. Y. S. 931. It would appear the 
in order to constitute a claim the transfer agency should be adyig. 
by the consignor or the consignee that, first, a loss has occurre; 
second, the nature of the loss, third, the nature of the shipmer 
involved, fourth, the approximate date of the shipment and its Poin 
of origin and destination, and finally, that the parties to the shipmey 
expect restitution or reimbursement. Concededly, there is no reguyjp, 
ment that any precise language be followed or that any detailed xs ec) 
fications be filed. If the above items are set forth clearly, althoug 
generally, the transfer agent has sufficient information at its command 
to enable it to make all proper investigations to protect its interests and 
to minimize, in so far as it is possible, its own loss. * * * 
While nowhere in the correspondence does the plaintiff set forth ty 
kind of merchandise contained in the carton, the quantity thereof , 
the value which they attribute to the contents of this carton, they 
seems to be no requirement in law that they do so within the nine 
months’ limitation in order to establish a claim. The defendant insists 
in its letter of June 18 on supporting documents but the plaintig’s 
failure to comply with this request does not in law vitiate its claim 


and Where Freight Prepaid to Destination But Charged 
to Buyer 


Pennsylvania.—Question: We sell our material f. o. }, 
shipping point (A) but allow freight (A) to destination, which 
is (B), on our invoices. Our sales to customers are clear\ 
marked f. o. b. shipping point, freight allowed to destination 
Please advise us point where title passes. 

If we sell our material f. 0. b. shipping point (A) and pre. 
pay the freight (A) to destination (B) and charge customer 
freight on our invoice to him, please advise then point :} 
passage of title. 

Answer: Where the sale is of specific identified chattel: ¢; 
articles appropriated by the seller to the fulfillment of ih 
contract, the question as to when the title passes is primaril; 
one of the intention of the parties, to be derived from the term: 
of the contract and the circumstances of the case. 

A general usage or custom of the trade or business 1: 
question may be controlling to show the intention of the parties 
as to when the title passes and effect will be given thereto if 
the intention of the parties is otherwise left indefinite. 

Where the provision is f. 0. b. at point of shipment the title 
will pass, as a general rule, when the property is placed on the 
cars for shipment; on the other hand, where the provision is 
for delivery f. 0. b. point of destination, the title is not, asa 
rule, considered to pass until the subject matter has reached 
such point, as the delivery to the carrier is not a delivery to 
the buyer. 

If the place of shipment is the place where, under the terms 
of the contract, delivery is to be made to the buyer, the fact 
that on delivery to the carrier the seller pays or guarantees 
the freight will not prevent the delivery from constituting a 
delivery to the buyer. The payment of freight by the seller is, 
however, evidence to show that the seller assumed the duty 
of delivering at the point of destination, and will prevent, if 
such is the case, the delivery to the carrier from being consid: 
ered a delivery to the buyer. 

The above is a general statement of the law relating to 
this subject. 

We have been able to locate very few cases in which either 
of the two questions you raise have been considered. 

That title to goods passes to the buyer at point of shipment 
where the goods are sold f. o. b. point of origin, even though 
freight charges are prepaid by the seller but charged to the 
buyer, is shown by the decision of the Supreme Court of the 
United States in United States vs. Andrews, 207 U. S. 239 
28 S. Ct. 100. 

With respect to goods sold f. o. b. origin freight alloweé 
to destination, we direct attention to the statement of the court 
in Kokomo Steel & Wire Co. vs. Republic of France, 268 Fed j 
917, wherein the court said: 


Parties may expressly agree in their writing upon the place of de 
livery. If a seller has his goods at his shop or produces them at his 
factory, and if nothing is stated in the writing with respect to place 
of delivery, the law operates upon a presumption of fact that the 
seller’s place of business was mutually intended. If a seller assumes t0 
put the goods aboard cars at his own expense, and further assumes 
to pay the freight to the buyer’s station, and if these obligations are 
expressed only as affecting the seller’s net price, the seller has fulfilled) 
his obligation to deliver by placing the goods on the cars and title 
passes at once to the buyer. But the seller may additionally agret) 
that he will deliver the goods, by his own carriers, to the buyer at 4) 
designated place; that pending the delivery the title shall remain in the 
seller; or that prior to delivery, the title, as between the parties, shall} 
pass to the buyer; and that irrespective of where the title is during) 
transportation of the goods, payment shall be conditioned upon actual 
delivery, that is, that the seller shall be an insurer of safe transporte 
tion and actual delivery to the buyer. The problem is to ascertain 
the intent of the parties. United States vs. Andrews, 207 U. S. 239 
240, 28 S. Ct. 100, 52 L. Ed. 185; Delaware, etc., Ry. Co. v* 
States, 231 U. S. 363, 34 S. Ct. 65, 58 L. Ed. 269; Chandle 
vs. Radke, 136 Wis. 495, 118 N. W. 185, 22 L. R. A. (N. & 
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HIGHWAY TO VICTORY 


The ALASKA HIGHWAY is one of the greatest engineering achievements 
of all time. Its quick construction is an outstanding tribute to the aggres- 
siveness of an America at war. 

Now that it can be told, THE SOO LINE is proud to have been a highly 
important factor in this job well done. 

Solid train loads of men and materials were rushed to Dawson Creek. 

Providing, with our Canadian connections, a direct route between Chi- 
cago and Dawson Creek, it was inevitable that THE SOO LINE should be 
called upon to get the men and the equipment through in the shortest 
possible time. 

We did. And we are continuing to do so. 

Daily merchandise cars now operate through from Chicago—St. Paul— 
Minneapolis to Edmonton, the new gateway to Alaska, via 








Personal Notes 


Carleton J. Hepting, 39, general traffic and sales manager, 
Middle Atlantic Transportation Company, New Britain, Conn., 
and a director of the Eastern-Central Motor Carriers Associa- 
tion, Akron, O., died at Phoenix, Ariz., August 17. 

C. R. Tucker has been appointed assistant general man- 
ager, with jurisdiction over the Los Angeles, valley, and San 
Francisco terminal divisions, for the Santa Fe Railway’s coast 
lines, at Los Angeles. He succeeds F. J. MacKie, who has 
retired because of ill health after serving with the company 
43 years. 

Brigadier General James J. Meade, U. S. Marine Corps 
(retired), has been elected a member of the Long Beach, Cal., 
Board of Harbor Commissioners, to fill the unexpired term of 
Frank W. Herbert, who resigned. 

P. Emory Gross has been appointed general agent at 
Augusta, Ga., for the Piedmont and Northern Railway, succeed- 
ing Stewart A. Estill, who resigned. 

L. J. Kidd has been appointed export and import agent 
for the Milwaukee Railroad at Seattle, Wash., succeeding F. O. 
Finn, who died. The appointment is effective September 1. 

H. S. Wilson has been appointed general agent for the 
Lehigh Valley Railroad at Chicago. 

Roy S. Busby, traffic manager, southern California divi- 
sion, General Motors Corporation, South Gate, Cal., will retire, 
September 1, after 40 years of traffic service. The division’s 
facilities have been leased to the Douglas Aircraft Company 
for the duration of the war. Charles W. Pickens has been 
appointed traffic manager for the Oldsmobile Motor Works 
division, Lansing, Mich., effective September 1. 

The alumni association of the College of Advanced Traffic, 
Chicago, will hold a moonlight cruise on Lake Michigan Sep- 
tember 10. The cruise will be made on the S. S. City of 
Grand Rapids. Al Jones is chairman of the committee on 
arrangements. 

The Trafficmen’s Association of America will hold its 
annual golf outing at the St. Andrews Golf Club, West Chi- 
cago, Ill., September 11. Prizes will be awarded and dinner 
will be served. W. P. McLaughlin is chairman of the outing 
committee. 

W. A. Gray, chief of the freight tariff bureau, Canadian 
National Railways, Chicago, has retired, after more than fifty 
years of service with that system and its predecessors. R. A. 
Norris has been appointed to succeed him. 

J. H. Christoph has been appointed general agent for the 
Virginian Railway at Pittsburgh, Pa. 

The Propeller Club of the United States will hold its 
annual meeting at the Waldorf-Astoria Hotel, New York, Octo- 
ber 14 and 15, in conjunction with the American Merchant 
Marine Conference, according to an announcement by Arthur 
M. Tode, honorary president. The general theme of the meet- 
ing will be plans for the transition of American shipbuilding 
and shipping from war to peace. Rear Admiral Emory S. Land, 
chairman of the Maritime Commission and War Shipping Ad- 
ministrator, will be the speaker at a dinner the evening of 
October 15. Rear Admiral Howard L. Vickery, vice-chairman 
of the Maritime Commission, will preside at the conference. 


McCandlish vs. Newman, 1 Phila. (Pa.) 268; 19 Cyc. 1082; 20 Cyc. 
841, note; 35 Cyc. 171, note, 173, 174, 188. 

We can locate no decision in which there has been a deter- 
mination of where title passes when the term “f. o. b. origin 
freight allowed to destination” is used in the contract of sale. 
However, see the decision in Street vs. Werthan Bag & Burlap 
Co., 200 S. W. 738, and Pond Creek Mill & Elevator Co. vs. 
Clark, 270 Fed. 482. In the first case the court said: 


We have searched the adjudicated cases and text-books to find a 
precedent for such a distinction between these terms as is argued 
exists; but without avail. We are of the opinion that the term ‘“‘f.o.b. 
Houston”’ and the term ‘“‘freight paid to Houston’’ for the purposes 
and under the facts in this case are synonymous. 

There are other facts in the case which tend to show that the 
point of delivery was Houston, namely, the fact that the contract read: 
“Freight paid to Houston, allowing you 3% discount for cash against 
document.’’ The intention of the parties thereby being shown to be 
that the bills of lading were not to be delivered until the drafts to 
which they were attached should have been paid. See Howard vs. 
Haas, 131 Mo. App. 499, 501, 109 S. W. 1076; Roaring Fork Potato 
Growers vs. Produce Co., 193 Mo. App. 653, 187 S. W. 617. 


In the latter case the court said: 


It is quite generally accepted as the law that where in a contract 
the price of goods is fixed, and in connection with the price is em- 
ployed the term ‘“‘f.o.b.’’ at a given point, it means that this refers 
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to and qualifies only the price, and does not indicate that the seller 
actually to deliver the goods at the indicated point, and it ‘is con. 
strued to have no reference to delivery, but that wherever the g 
may be shipped the seller will either pay freight to the indicateq point, 
or, if the goods are not shipped there, will deduct or permit the Dur. 
chaser to deduct from the fixed price an amount equivalent to th 
freight on such a shipment to the point indicated. United States ys 
Andrews, 207 U. S. 229, 28 S. Ct. 100, 52 L. Ed. 185; Neimeyer Lumber 
Co. vs. Burlington R. R. Co., 54 Neb. 321, 74 N. W. 670, 40 L. R. A. 
534; Hobart vs. Littlefield, 13 R. I. 341; Dannemiller vs. Kirkpatric, 
201 Pa. 218, 50 Atl. 928, 23 R. C. L. page 1339. ' 


These cases indicate, it seems to us, that the use of the 
term, “f. o. b. origin, freight allowed to destination,” is a doubt. 
ful practice, if the intention of the seller is to transfer title to 
the goods to the buyer at point of origin; although we have: 
been advised that by general usage or custom the term passeff 
title to the goods upon delivery of the goods to the carrier! 


Explosives—Rules and Regulations Governing Transportation off: 


New York.—Question: Section 6, of the uniform freight 
bill of lading states—“Every party, whether principal or agent 
shipping explosives or dangerous goods, without previous fulil! 
written disclosure to the carrier of their nature, shall be liable! 
for and indemnify the carrier against all loss or damage caused 
by such goods, and such goods may be warehoused at owner's 
risk and expense or destroyed without compensation.” 

Would you please advise if the labels required by the 
Interstate Commerce Commission such as “yellow’”’ label is suf- | 
ficient previous notice to the carrier? 

Is it also necessary to show on the bill of lading that the 
material is “yellow” label? 

Is it satisfactory to simply show the description of the 
material, and following this, the Interstate Commerce Com. | 
mission container required, such as I. C. C. 6E? 

Answer: Rules and regulations relating to the placing of 
placards on cars and notations to be shown on bills of lading 
are published in Agent Topping’s Tariff No. 4, I. C. C. No. 4. 

See, in particular, Sections 417, 418, 421, 540 to 551 and 
Sit. 


Tariff Interpretation—Application of Import Rate on Coffee. 
from Points in Mexico 


We have received the following statement regarding the 
inquiry and our answer which is referred to therein: 


In your issue of July 24, on page 219, under the above heading, in 
answer to ‘‘Minnesota,’’ you gave the opinion that Item 905 of Trans- 5 
continental Eastbound Import Tariff No. 30-E would not apply on coffee 
moving through Laredo, Texas, to Duluth, Minnesota. You are correct 
in your answer. 

In the question, however, the statement was made that combina 
tion rates were assessed on this traffic, the combination being made) 
over Kansas City, and in your answer you did not indicate that th 
combination over Kansas City was incorrect. 

The maximum rate to apply on imported coffee from Mexico mov-) (ims? 
ing through Laredo, Texas, to Duluth is the 72c rate, minimum 50,00) 
pounds, as published in Item 1950 of Eastbound Commodity Tariff’: 
No. 3-T, the applicable rate from Deming, New Mexico. ‘ 

Therefore, if a consignee in Duluth has been paying combination) 
rates over Kansas City on green coffee moving all-rail from Laredo to} 
Duluth, he has been overcharged to the extent of the difference between 


the combination rate and the through rates from Deming, New Mexico, 
of 72c per cwt. 


eT re Aten ee 


Tariff Interpretation—Stopping for Partial Unloading— 
Application of Exception to Rule 10 of Classification 


Florida.—Question: This has reference to your reply to 
Florida, on page 323 of the August 7th issue of the Traffic 
World under the above caption. ; 

Due to the fact that one portion of the shipment in ques 
tion would originate at Miami, Fla., and the remaining portion}, 
would be loaded at Jacksonville, Fla., from 48 to 60 hoursfis 
later, I do not understand how you would consider that thes 
portion of Exception to Rule 10 reading “when shipped at one 
time by one consignor to one consignee and destination” ha@ 
been complied with. ; 

I would thank you to advise me further as to your inte 
pretation of this time feature. ; | 

Answer: Inasmuch as the through rate from point 0 
origin to final destination in effect on the date of shipmetlj.: 
from point of origin applies to the entire contents of the cal 
the fact that the entire amount is not loaded in the car aus 
point of origin, does not, in our opinion, render inapplicabl % 
the provisions of the Exception to Rule 10. as 

The Commission has said that a transit service is based @ 
the theory that the transportation contract has not been cou 
pleted, and that the entire shipment from the point of orig 
through the transit point or points to destination is the sé 
in principle as if the shipment has moved through wi 
transit. See, Board of Trade of Chicago vs. A. A. R. R, 

I. C. C. 643 and Columbia Milling Co. vs. N. Y. C. R. R. aw 
I. C. C. 137. This principle, we believe, is applicable to Uap 
form of transit. Paraffine Co. Inc. vs. Denver & R. G. W. 5 
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What makes Traffic Club Doings 


MERCHANTS service 
a) HI ef, SP 
The Chattanooga, Tenn., Traffic and Transportation Clyb 


Among other reasons— 
will hold its annual meeting and election September 15. Can. 


didates for election to office include: For president, R. L, Qs. 
borne, Blue and Gray Transportation Company, and C. 
Becker, Super Service Lines, Inc.; first vice-president, I. § 


Deitch, Chattanooga Glass Company, and Owen Barnes, Signal 

a a Lf Cement Company; second vice-president, D. E. Hedges, Ten. 
Terminal and Office Equipment nessee, Alabama and Georgia Railway and C. M. Bonner, Sea- 
board Air Line Railway; secretary-treasurer, G. W. Lindsay, 

Southern Railway, and W. R. Hanna, Missouri Pacific; mem. 


bers, board of directors, six to be elected, W. E. Perkins, Nash- 
ville, Chattanooga and St. Louis Railway; H. L. Wingard 









Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade. 
quately and promptly informed,—EHditor THE TRAFFIC Wor.p, 











When MERCHANTS’ fleet of trucks and trailers travel 










































the many cities and towns shown in the map below, Central of Georgia; W. T. Cooper, Norfolk and Western; C. V, t 
obviously, they don’t carry along for display MERCHANTS’ Tapp, Southern Weighing and Inspection Bureau; E. C. Chan- on 
terminals and office equipment for your inspection and dler, Chandler Freight Lines; R. C. Crain, Great Southern 
approval. It is too bad that such a thing isn’t possible. Trucking Company; W. R. Goudelock, Southern Oil Stores; 

After all, terminal and of- H. M. Daugherty, General Oils, Inc.; E. B. Turner, Chat- @All An 


: . tanooga Boiler and Tank Company; R. H. Crates, Sims Collar 
— _ meson palin and Leather Company; A. E. Trimble, Bryant and Trimble 
> 3 : 4 Company; Albert Baker, Arrow Transfer Company. 

CHANTS service really 


click. At a luncheon meeting of the Los Angeles Transportation 
We have always main- Club, August 23, W. R. Spinney, Title Insurance and Trust 
tained that good transpor- Company of Los Angeles and Union Title Insurance and Trust 
tation service is built Company of San Diego, Calif., spoke on “Your Investments in 
around many things. That War Time and After.” Robert D. Sangster, manager, trans- 
is why we pride ourselves portation department, Los Angeles Chamber of Commerce, was 
chairman for the day. A picnic will be held August 29. C. A. 

Gummere, Huntington Park Chamber of Commerce, will be 
the speaker at the club’s luncheon meeting August 30. E. G. 
Ryder, Santa Fe Railroad, is chairman for the day. 
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The Phoenix, Ariz., Traffic Club held a dinner meeting, 
August 18, at which the film “War Time Freight” was shown 
by arrangement with the Santa Fe System. Mary Elizabeth 
Bowers, rail transportation office, U. S. Army Quartermaster 
Corps, Luke Field, Ariz., has been elected to membership on 
the board of directors. 








The Sioux City, Ia., Traffic Club will hold its fall golf 
tournament at the Sioux City Boat Club, September 21. Lunch- 


- : Some 
eon will be served at the Mayfair Hotel. 
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The Transportation Club of Dallas, Tex., will hold its first 
regular luncheon meeting of the fall season, September 13. 
New. officers of the bowling league are: President, Mike 

ay bl Hamby; vice-president, M. A. McCann; secretary, Leonard H. 
oe Lee. The bowling season will open with play at the Lakewood 
dn aad Lanes, September 17. 
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in up-to-date, complete, and efficient terminal and office The Fort Wayne, Ind., Transportation Club will hold its 
equipment. Every attempt is made to free any possible annual fall golf tournament at the La Fontaine Country Club, 
bottlenecks that might ordinarily arise in any setup with- Huntington, Ind., September 16. Following tournament play, 
out adequate terminal and office facilities. dinner will be served at the La Fontaine Hotel, Huntington. 


Merchants makes every effort today, despite war abnor- 
malities, to keep its records and office data up-to-the-minute 








The Birmingham, Ala., Traffic and Transportation Club 
will hold a luncheon meeting at the Tutwiler Hotel, September 


so that it can follow through on any sort of specific request 24, at which Tom Beck, president, Cromwell Publishing Com- PEO] 
you might make. pany, New York, will be the speaker. The club’s bowling league 
will open its season September 10 at the Bham Bowling Center. E. 

















The Pacific Traffic Association of San Francsico will hold 
its annual golf tournament at the California Golf Club, Sep 
tember 24. 
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Peoria & | 
¥.; Chiez 


Co., 222 I. C. C. 303; Ryan Co. vs. New York C. & St. L. B} iinet 
Co., 181 I. C. C. 574. é = 
Tariff Interpretation—Stopping-in-Transit for Partial Loading 


and Unloading—Applicable Charge Where No Tariff Pro 
vision for Stop ; 
INinois.—Question: A carload is consigned to C with stop 
over at A to finish loading and another stop at B to partl) 
unload. 
The shipper inserts the through rate on the bill of lading 
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ENLISTED FOR THE DURATION ... 


The American Merchant Marine 
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on the Shipping Front 


gAll American railroads today are joined solidly 
into the strongest and greatest railroad plant that 
ay nation has ever had at any time in history. 


That's important to a nation at peace, and more 
important to a nation at war. After all, rail trans- 
portation is the backbone of any nation's transpor- 


» lttion machine. 
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Trunk line roads are smoothly expediting freight 
in unprecedented volumes. Carrying today's war 
lads as well as the necessary civilian tonnage on 
the long and short rail hauls is exceedingly neces- 
sary. 





Somewhere along the line the thousands of trains 
reach railroad gateways such as Peoria for inter- 
change. Here the cars are sorted, reassembled, 
and shot along to destination. This interchange 
function, too, is expediting on the shipping front. 





That's the part that P. & P. U. is playing in to- 
day's rail transportation picture. It is the function 
ithas been performing for sixty-two years. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North Western 
Cera Chicago & Illinols Midland Ry.; Ulinois Terminal Railroad Co.; Inland Waterways 
ret Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 

ois Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington 


& Quincy Railroad; New York, Chicago & St. Louls Railroad; Cleveland, Cincinnati, | 


Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R 


"One of America's Railroads—All United for Victory" 





Don't Forget to Buy Those War Bonds 


0 


We are often asked what American steamship com- 
panies are doing now that the Government has taken 
over, for use during the war, all merchant ships, and 
the Maritime Commission is building thousands 
more . .. Well, except for those operated by the 
Army and Navy, all merchant ships, old and new, 
are being managed and operated by American steam- 
ship companies under the direction, and for the 
account of, the War Shipping Administration. To 
all theaters of war and in serving the United Nations 
and other friendly countries, the companies of the 
American Merchant Marine and their personnel 
afloat and ashore are doing the greatest ocean trans- 
portation job in history. 
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which would apply to final destination via route traversed. 

When the car arrives at destination, the destination agent 
assesses combination of rates from the shipping point to B plus 
local charges from B to C. 

No authority can be found for both stops. 

Is the carrier obligated to haul the car at the rate inserted 
in the bill of lading? 

Answer: In the event there is no route, composed of the 
carriers named in the bill of lading by the shipper, over which 
the through rate would apply if the shipment were stopped 
for partial unloading, there was, in our opinion, no misrouting 
of the shipment. General Foods Corporation vs. Louisville & 
WN. RR. KR. Ca. 246 1. C. C. 322. 


In its decisions in Holt Company of Texas vs. Southern 
Pacific Company, 128 I. C. C. 555, and Apperson Bros. Auto- 
mobile Co. vs. Lake Erie & W. R. R. Co., 81 I. C. C. 392, the 
Commission held that in the absence of a tariff provision for 
stopping in transit for partial unloading where shipments 
moved to a point for partial unloading, the carload rate to the 
point of stoppage and the carload rate from that point to final 
destination is applicable. 

However, in its decision in Stop-off to Unload Grain on 
Missouri Pacific, 241 I. C. C. 291, the Commission on page 293 
said: 


Owing to climatic conditions and the danger of weevil infestation, 
flour cannot be stored for long periods, and parties with limited con- 
sumption must be supplied in small lots. The only practical way in 
which the Minneapolis millers can meet the situation and compete with 
the southwestern interests is through the stop-off arrangement. In the 
absence of this arrangement, charges would be based on the carload 
rate to the stop-off point, and the liess-than-carload rate, or carload 
rate and applicable minimum, for that portion of the shipment which 
moved beyond. 


Drafting of Fathers 


Editor the Traffic World: 

In order to set at ease the minds of the millions of fathers, 
young and old, and not to disrupt industry by having thou- 
sands of men jumping from one essential or quasi-essential 
industry to another, my advice to every married man who 
has any doubt as to his particular case is to consult his local 





ry 
PROM: yourR pLAN "fg 


HE WIDE 


TO: 


More American companies than ever before are 
packing their products for shipment anywhere in 
the world—and more are using Signode Steel Strap- 
ping on boxes, crates, bundles, skids, cartons, etc. 
The shipments are arriving in excellent condi- 
tion on all the battle and supply fronts. 


The assurance that your products can have the 
best possible protection in transit, can be yours... 
for Signode package and carloading engineers 
stand ready to offer practical answers to your 
shipping problems... as they already have, for 
hundreds of new types of war shipments. 


Get in touch with your nearest Signode repre- 


sentative today. He is ready to help assure safe 
delivery of your vital war products. 


headquarters. 


—Press Assn. Inc. 
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In N. Africa, a WAC 
Mess Sgt. passes steel 
strapped boxes of food 
to cooks at a WAC 


SIGNODE STEEL STRAPPING CO. 
2613 N. Western Ave., Chicago, Ill. 
Brooklyn, N. Y.: 364 Furman St. San Francisco, Calif.: 451 Bryant St. 
Representatives in Principal Cities throughout the United States and Canada 
Signode Steel Strapping Meets All Federal Strapping Specifications 


TRAFFIC WORLD 


draft board, talk over the situation, and abide by the advice 
of the chairman as to.the proper course to take. The 
boards, contrary to remarks of Pegler, are not dominated b 
anyone and the law is the governing force, not whether 
are a Republican or a personal friend of Mrs. Roosevelt op 
the Chief. This law was enacted to preserve the unity of the 
family to the very last ditch and our board and every other 
board is doing just that. The scareheads in-the paper and the 
mouthing of some senator who is going to jump on his white 
horse and save the fathers of America (who are voters, of 
course) are misleading and very corny. Pay no attention to 
them as there is a section of the law that plainly states that, 
in case where the drafting of any men with dependents wjjj 
cause extreme hardship, that man will be deferred until some 
remedy can be worked out or the hardship ceases. During 
the Civil War a corporal’s guard knocked on the front door 
and asked for Jack Flynn (my grandfather who was then the # 
father of two children). He was advised that they would 
give him .ten minutes to get what he was to take with him § 
and tell his family good-bye, as he was “selected” for service 
in the Confederate Army. My grandmother had to supervise 
the operation of a drayage business until he returned and 
take care of her family on the side, but there was never a 
complaint and I feel that the mothers of America feel the 
same way about, or would if it were not for the fact that they 
are being annoyed unnecessarily by misinformation. 


There is not room in essential industries for all of the 
men who would be compelled under the law to leave their 
present positions to accept employment in essential industries 
and a lot of them will do more harm there than good. For 
example, the obviously physically unfit man who has a business 
and could not fill a job in a defense plant. Then again, the 
case of the man who sells out his business on order of the 
draft board and then is fired or ruled not competent by some 
efficiency expert in an essential industry. 


Our board considers very carefully every case and does 
everything it can under the law to give every citizen his full 
rights. If he is dissatisfied he can appeal to the local board 
of appeal. If dissatisfied he can, through his state headquarters, 
have his case referred to the President, and after all of these 
efforts are exhausted he is fairly well convinced, unless he 
is absolutely unreasonable, of the fact that he has had his day 
in court, and, if the army has called, he should realize that 
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Minimize the 
Shock of 
Personnel Changes 


Giving new help in your department 
every possible working tool to carry 
on and giving yourself the benefit of 
such a tool as replacements become 
scarce will definitely take the shock 
out of personnel changes. 


That's where the N.F.R.S. book fits into 
every industrial traffic department. 
There is no substitute in arriving at 
correct rates, easily and quickly. 


Less than 53c per week 
Write for copy on approval—no obligation 


NATIONAL FREIGHT RATE SERVICE gowaci 
Publishing Rates Since 1914 


The friendly hospitality of Cleveland's 
most convenient hotel is something you'll 
enjoy and want to enjoy again. 


Located on Public Square Park and di- 
rectly connected with the Union Passen- 
ger Terminal. 


| HOTEL CLEVELAND 


- =| Cleveland, Ohio 











VessELs of the McCormick fleet, pioneers in the in- 
tercoastal and coastwise services are now integral links in 
the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when 


our ships return to resume handling your shipments 
: 5 Our No. 1 Job just now is, of course, building military Trailers. All 
with care and dispatch. 


seven Fruehauf factories are 100 per cent on Government work. 


= 4 Our No. 2 Job, which we feel is equally essential—because it helps 
DIVISION OF POPE v the Home Front maintain the War Front—is keeping your Truck- 
AND TALBOT, INC. Trailers rolling. 


To do this, there are completely stocked and equipped Fruehauf 
Service Stations in about fifty cities across the country. There’s one 
conveniently close to you. 


STEAMSHIP 
COMPANY 


PASSENGERS AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. P I I * wae | 
Cet PAIN AVWMERICAN GRACE TURNS 


CHRYSLER BUILDING, NEW YORK 
* Connecting with Pen American Airways at Balboa, C 


o Aires, Argentino 
; SERVING PANAMA . COLOMBIA . ECUADOR . PERU . BOLIVIA . CHILE . ARGENTINA . BRAZIL J 


Z.; Cali, Colombia; Corumba, Brazil; and Bueno 
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his services are badly needed and step in there like Sergeant 
York did in the last war and get his quota of Japs. 
John M. Flynn, 
Past Commander, Carrollton Post 
228, American Legion, 
Secty. Selective Board 17. 
New Orleans, La., Aug. 20, 1943. 


DOCKET OF THE COMMISSION 


August 30—Chicago, itI1.—Sherman Hotel—Examiner Naftalin: 
1. & S. M-2253 and |. & S. M-2233—Trans-American Freight Lines— 
classes and classes in central territory. 
August 31—Chicago, ill.—Sherman Hotel—Examiner Naftalin: 
1. & S. M-2267—Stopping-in-transit, Michigan Motor Freight Lines. 
August 31—Washington, D. C.—Examiner Esch: 
1. & S. 5241--Fish liver oils—transcontinental. 
September 1—Chicago, iI!.—Hotel Sherman—Examiner Naftalin: 
1. & S. M-2240 and ist Sup.—Minimum charges in central territory. 
September 1—Sacramento, Calif.—U. S. Ct.—Jt. Bd. 11: 
MC 9115, Sub. 26—Oregon-Nevada-California Fast Freight, Inc., San 
Francisco, Calif., certificate to extend operations. 
September 1—Washington, D. C.—Commissioner Porter: 
Finance 10028—C. R. I. & P., reorganization. 


Classified der 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1. —$15 a column inch.) 

Writ Z discount rates - 















WANTED—Traffic Department Manager for Chamber of Commerce 
in good Mid-West city. Should know rates, rail and truck, I. C. C. 
practitioner preferred. Write full details, experience, salary desired, 
when available. Box 152, Traffic World, Chicago address. 


POSITION WANTED—As district or agency representative of short 
line—belt or bridge line railroad—or related. 15 years’ experience in 
traffic service and operating departments—with an outstanding record 
of accomplishment—References, none better. Box 153, Traffic World, 
Chicago address. 


BANKRUPTCY SALE-OPERATING RIGHTS 


In the matter of LETT & COMPANY OF INDIANA, 
CORPORATED, Bankrupt. No. 15897, In Bankruptcy. 

Rights, title and/or interests from Cincinnati, Ohio, 
Charleston, West Virginia, and from Indianapolis, Indiana, 
Cleveland, Ohio, and in any and all Grandfather Rights. 


IN- 


to 
to 
Will 


also sell, transfer, and assign all of the bankrupt’s rights, title, 
and interests in certain contract dated November 15, 1941, be- 
Transportation Company of In- 


tween the trustee and Miami 
diana, Inc. 

The contract referred to above is one concerning the sale 
of the above routes and Grandfather Rights of the bankrupt for 
$11,000.00 on which $1,000.00 has been paid, leaving a balance due 
of $10,000.00. 

Sale to be held before referee at the U. S. District Court 
Room, No. 822 Government Building, Fifth Street, Cincinnati, 
Ohio, on September 1, 1943, at 10 o’clock A. M. (Eastern War 
Time). Bids can be made there at that time or before then by 
writing or telephoning: 

Louis R. Schear, 1106-7 Ingalls Building, Cincinnati, Ohio 
Telephones: Cherry 6311-6312 





COAL STORAGE 


Solve your coal storage problem with our 50-ton 
hopper cars and also have mobile storage. More flex- 
ible and money-saving, too! 


100 CARS AVAILABLE! 
1683 and 1831 cu. ft. capacities and cross or side-discharge. 
Other types also available. 
Request our illustrated bulletin. 


IRON & STEEL PRODUCTS, INC. 


38 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 


“ANYTHING containing IRON or STEEL” 
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ST.LOUIS-SAN FRANCISCO RY. 
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| is serving as a vital transcontinental 
shipments from border to border, coast 
Ask us how to route your shipments 
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September 2—Washington, D. C.—Jt. Bd. 120: 
MC 37078 Sub. 4—Oriole Motor Coach Lines, 
cate to extend operations. 
September 2—Washington, D. C.—Examiner Esch: 
1. & S. 5228—Engines—transcontinental westbound. 
September 3—Cisco, Tex.—Federal Bldg.—Examiner Schutrumpt: 


Baltimore, Md., certif. 




















Finance 14218—Application of Tex. Cent. and M.-K.-T. of Tex to 
abandonment by former and abandonment of operation by latter a 
line from Deleon to Cross Plains, Tex. 





September 3—Washington, D. C.—Examiner Esch: 
1. & S, 5244—Merchandise, northbound from Miss. Valley. 
September 3—Washington, D. C.—Examiner Romero: 

Finance 14309—Application of T. & N. O. for authority to extend 
operations over two parallel main tracks in Shreveport, La., owned 
by V. S. & P. and leased to Y. & M. V. 

September 4—Washington, D. C.—iExaminer Molster: 

* Finance 14320—Application of N. Y. C. & St. L. for authority 
acquire to 60,000 shares of common capital stock of W. & L. E 

September 7—Oklahoma City, Okla.—Skirvin Hotel—Examiner Schut- 
rumpf: 

Finance 14221—Application of Cklahoma Ry. for permission to aban. 
don operation of certain lines of railroad in Okla. 

Finance 14229—Application of A. T. & S. F. and C. R. 1. &p. for 
authority to purchase to lease and to acquire trackage rights Over 
certain lines and properties held or operated by Oklahoma Ry., ete. 

September 8—Atlantic City, N. J.—Senator Hotel—Examiner Garofalo: 

MC 1647 Sub. 3—Willets Express, Wildwood, N. J., certificate to ex. 
tend operations. 

MC 67219 Sub. 2—Barney’s Furniture & Storage Co., Inc., Atlantic 
City, N. J., certificate to extend operations. k 

September 8—Brooklyn, N. Y.—Hotel St. George—Examiner Konigs- 
berg: 

FF-37—General Carloading Co., Ing., New York, N. Y., permit. 

FF 62—Kigler Forwarding Co., New York, N. Y., permit, 

September 8—Brooklyn, N. Y.—St. George Hotel—Examiner Winson: 

* MC F-2243—P. F. Culium, control, Tiple ‘‘M’’ Transportation Co., Inc. 

September 8—Frankfort, Ky.—Railroad Comm.—Examiner Stiles: 
29000—Kentucky intrastate fares. 
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Digest of New Complaints 












No. 29012, Harrison Construction Co., Pittsburgh, Pa., vs. 
New Orleans & Texas Pacific Railway Co. et al. 

Rates on three carloads of used equipment, shipped June 14 and 
18, 1941, from Massena, N. Y., to Duncan, Tenn., in violation of 
section 6. Asks cease and desist order, future rates, and repara- 
tion. (C. Peyton Collins, 207 Rauch Bldg., Crafton, Pittsburgh 
(5), Pa.) 

29013, Carstens Packing Co., Tacoma, Wash., vs. Great Northern 
Railway Co. et al. . 

Rates on cattle, carloads, from points on the lines of the Cana- 
dian Pacific Railway Co. and Canadian National Railway Co., in 
the provinces of Atberta, British Columbia, and Saskatchewan, 
Canada, to Tacoma, Spokane end Yakima, Wash., shipped within 
the two-year period last past, in violation of section 1. Asks rea- 
sonable rates and reparation. (L. H. Stewart, 354 S. Spring St., Los 
Angeles, Calif.) 

29014, Roanoke City Mills, 
Rockfish et al. 

Rates, grain and its products, from points in Maryland, West 
Virginia, Delaware, Pennsylvania, New Jersey and New York to 
points in North Carolina, South Carolina, Georgia, Florida, Tennes- 
see, Alabama, Virginia and West Virginia, when stored in transit 
at Baltimore, Md., or Philadelphia, Pa., and milled at Roanoke, 
Va.; and from central territory to Roanoke when stored in transit 
at Baltimore or Philadelphia, in violation of sections 1 and 3, the 
undue preference alleged being for competitive mill points in Vir 
ginia, North Carolina and South Carolina. Asks a cease and desist 
order and reasonable and non-discriminatory rates, charges and 
storage privileges. (H.-.D. Driscoll and H. Russell Bishop, 1025 
Connecticut Ave., Washington, D. C. 

28978, Sub. 8, Railroad & Warehouse Commission of the State of 
Minnesota, St. Paul, Minn. vs. A. T. & S. F. et al. 

Unreasonable rates, fresh meats and packing house products, in 
straight or mixed carloads, points in Minn., to points in Wash., 
Ore., Calif., Ida., Mont, Nev., Utah, N. M., and Ariz. Asks 4 
cease and desist order, reasonable rates and joint hearing with 
No. 28978. (George T. Simpson, special counsel, and Otto A. Redke, 
Paul, Minn.) 


Cincinnati, 
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No. Ine., Roanoke, Va., vs. Aberdeen & 
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practitioner, 401 Siate Office Bldg., St. 












































